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The Pennsylvania Railroad recently 
FIRE LOSSES FROM j....2q a statement regarding the 


ES ONESS losses by fire which occurred on its 


property during the past year. It said: forty- 
two fires which started on adjacent property the com- 
pany sustained a loss of $19,833. Spontaneous combustion 
was responsible for a loss of $86,797 from twenty-two 


“From 


fires. Sixteen fires resulted from the careless handling 
of lighted cigars, cigarettes and matches, causing a loss 
of $30,740. T 
cendiary origin, while tramps were responsible for nine 
fires, with a loss of $2,606.32. 


len fires, with a loss of $5,132, were of in- 


unknown causes 
sixty-two fires occurred during the year, resulting in a 


From 
loss to the company of $28,700.” It is interesting to 
note that the two greatest losses were caused by spon- 
taneous combustion and by careless smokers. Both can 
be classed as preventable. It is, of course, true that rail- 
road property is peculiarly subject to fires from sponta- 
neous combustion on account of the lavish use of oil and 
oily waste in so many of the departments. It is, in fact, 
only possible to avoid such fires by the most extraordinary 
efforts in keeping floors swept clean and in periodical and 
systematic examination of dark corners, lockers and cellars. 
The loss due to careless smokers is, however, one which can 
be easily prevented if the actual facts are brought home 
to the smokers themselves. With only a small amount of 
care on their part they cease to be a fire risk. This fact 
is emphasized by the point brought out in the recent agita- 
tion in New York City to the effect that the careless han- 
dling of cigars, cigarettes and matches is one of the greatest 
single causes of fires. Such carelessness is now a mis- 
demeanor in New York, whether followed by a fire or not, 
and too stringent rules against smoking can hardly be issued 
in regard to carhouses and other electric railway buildings 


which are hazardous fire risks. 


That the way-station passenger and 
THE AGENT AT 


THE WAY STATION freight agent on the average inter- 


urban electric road is often respon- 
sible to some extent for the amount of traffic to and from 
his station is generally recognized as a fact by the general 
officers in the traffic department. The failure in many 
cases to pay sufficient attention to his business-getting quali- 
ties has resulted in a decrease of business from a given 
point or in a retarding of the natural growth, A man com- 
petent to handle the station billing, reports and accounting 
is not all that is necessary to increase business at a given 
shipping point. It must be remembered that he is the repre- 
sentative of the road at that station and should be selected 
accordingly. He should have personal qualities that would 
make him competent to meet the managers of manufactur- 
ing plants and establishments of all kinds who are “pros- 
pects” for additional traffic in a given community. If the 
business is there, the agent should be competent to keep it. 
If it is not, he should be able successfully to solicit it. The 
selection of the agent is based too much on the earnings of 
a given station instead of its prospective earning power. 
If there is competition the best agent will get the business 
when rates and service are practically the same. In many 
cases an agent may be naturally competent, but a failure on 
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the part of the general office to instruct him properly as to 
all the advantages of his road, including rates, service, con- 
nection, etc., has restricted him materially in securing new 
traffic. We are further inclined to believe that attention to 
these matters, even though it may call for an increase in the 
agents’ salaries, will result in a surprisingly increased busi- 
ness. We do not mean that the local agent should be up 
to the standard of the general agent, but in many cases the 
standard is so low that there must be a detrimental effect 
upon the traffic. Public opinion of a railroad to a large 
extent is based on the quality of the men with whom the 
public is in closest touch. Therefore, if the standard of 
the employees is raised, public opinion, which in the end 
increases ot decreases traffic, is elevated. 


The communication printed  else- 
MAN FAILURE where in this issue by Martin J. 
Insull, general manager Louisville 
& Northern Railway & Lighting Company, summarizes very 
clearly the situation on the subject of “Man Failure” which 
we discussed briefly in these columns last week. We are 
especially pleased to print this letter because Mr. Insull has 
given a great deal of attention to this question for some 
‘time and, so far as we know, has made more of a study of 
it than any other operating official. The question is cer- 
tainly an interesting one. What constitutes the difference 
as regards liability of accidents between two trainmen 
who seemingly are on a parity as regards physique, mental- 
ity and knowledge of the rules? That there is a difference 
every railway manager will acknowledge, but the usual 
means for examining applicants for the position of motor- 
man and for reviewing the acquaintance of the older men 
with the rules fails to take cognizance of it. Is this quality 
in man one simply of quickness of observation or presence 
of mind, and can it be developed by training, like the intel- 
lect and even the memory, or is it a faculty which is innate 
in the individual]? Still another thought is suggested by the 
general experience to which we referred last week. It is a 
somewhat peculiar fact that the older men in ‘the service 
are the ones who seem particularly subject to this failure 
instead of the new men, as one might at first thought expect. 
This seems inexplicable unless it is because the older men 
become so inured to responsibility that they lose their sense 
of its seriousness. This is not a very unusual trait and is 
observable in the behavior under fire of the veteran as com- 
pared with the raw recruit. The danger to each is the 
same, but the feelings of the man who has been in battle 
many times become atrophied to the danger, whereas the 
raw recruit realizes the real condition of affairs. Perhaps 
the same conditions exist on the electric railways, and with 
the older man the only stimulus to careful action finally 
becomes a fear of losing his job. Hence, surprise tests 
may be an excellent means of helping to overcome this 
evil. But will these be adequate, and what is the best 
means on the average city road to detect the motorman or 
conductor who will let his mind wander from the work 
at hand and thus cause an accident? These and other 
questions will naturally occur to anyone who reads Mr, 
Insull’s thoughtful letter in this issue of the paper, and we 
heartily agree with him that the subject is well worth scien- 
tific study. 


[Vor. XXXIX, No. 7. 


HEATING AND VENTILATING PROBLEMS ON CHI- 
CAGO CARS 


As the ordinance on heating and ventilating cars in Chi- 
cago is often quoted as an example for other cities, a short 
discussion of the experience with it may be of interest. At 
the present time there are 160 cases of violations of the or- 
dinance in one form or another, divided about equally be- 
tween the Chicago Railways Company and the Chicago City 
Railway Company. The penalty for each car found improp- 
erly heated or ventilated, if confirmed as a violation of the 
ordinance by the Municipal Court, is not less than $25 nor 
more than $100, This makes a total of not less than $4,000 
nor more than $16,000, which is certainly a sum worth fight- 
ing for. Incidentally these fines, of course, come out of the 
net receipts, hence 55 per cent of whatever fine is assessed 
will have to be paid indirectly by the city. 

The heating ordinance requires that at all times when 
artificial heat is necessary cars shall be so heated that the 
temperature is not lower than 50 deg. Fahr. nor higher than 
75 deg. Fahr. The ventilating ordinance was added later 
and makes it almost impossible for the companies to comply 
with the heating ordinance. The ventilating ordinance re- 
quires that cars shall be so ventilated that the amount of air 
entering the car for ventilating through openings provided 
for such purpose shall be at the rate of 350 cu. ft. for each 
passenger per hour, based on the maximum carrying ca- 
pacity of the car, provided that the carbonic acid present 
shall not exceed ten parts to each 10,000 parts of air. 

In extremely cold weather, if the temperature is to be 
maintained as required, a portion of the air which comes 
in through the ventilator must be cut off. This reduction is 
necessary when the entrance and exit doors are opened fre- 
quently, but their use is such a variable proposition that it 
would require an extra man on the car to adjust the venti- 
lators, and even then it would be impossible to comply abso- 
lutely with the law. The cubical content of the car is so 
small and the doors are so placed and operated that in case 
there is great variation in temperature between the air in- 
side the car and that outside the cold air replaces the warm 
in an exceedingly short time. This is the condition that 
exists if the companies attempt to maintain the legal tem- 
perature, and the whole proposition becomes almost a phys- 
ical impossibility. 

The fact that the companies are using every effort to 
comply, as has been shown by the comparatively small num- 
ber of violations found in the total number inspected, should 
at least call for a certain amount of consideration on the 
part of the public. Everyone believes that ventilation is 
the more important of the two requirements as regards 
health and comfort. Why not, then, fix the ventilation and 
require a certain number of square feet of radiating surface 
heated to a certain temperature depending on the car’s cu- 
bical content and then allow the temperature in the car to 
vary? Passengers are always clad for the existing outside 
weather conditions, and exceedingly few of them remove 
or adjust any portion of their clothing to meet the increased 
temperature when they get on a car. Some will always 
complain that the cars are too hot, others that they are too 
cold, and it will be impossible to suit all; but an effective 


system of ventilation is something which everyone can 
appreciate. 
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THE ELECTRIC LOCOMOTIVES OF THE NEW HAVEN 
RAILROAD 

The group of electric traction lines of the New York, 
New Haven & Hartford Railroad has now been progressing 
for a sufficient time to make a summary of the status of 
affairs worth the while. Electrical traction on the system 
has now become, from the standpoint of the public, so 
much of a commonplace that little attention is paid to 


details, and few people realize the actual extent of the 


progress which has been made. In point of fact there have 
been no less than seven types of locomotives built for the 
service of this system. The first of them, which are quite 
familiar to our readers, were those of the type installed 
five years ago for the New York terminal service, of which 
now forty-one are in use. These speedy and powerful 
machines have been changed only in minor details and have 
continued to give a good account of themselves on the 
difficult service on which they are assigned. They are, upon 
the whole, from the nature of their work, what one may 
call the standard type in use upon the lines of this company. 
The necessity of working upon both a.c. and d.c. makes the 
auxiliary apparatus intricate and in point of fact gives an 
altogether exaggerated idea of the ordinary conditions to be 
met in electric trunk line service, in which work would 
usually be confined to a.c. alone. 

A second type for combined freight and passenger service 
is a four-motor locomotive in two sections, each one carry- 
ing two driven axles in a rigid wheelbase and a pony truck. 
Of this type is the group of locomotives in use on the 
Hoosac Tunnel line for straight single-phase operation. A 
couple of locomotives, one modified from the type just men- 
tioned and another equipped with side rods, described a 
couple of years ago, form isolated experimental types. A 
group of switching locomotives described in the current 
issue form a separate class which is now just coming into 
service. Still another group intended for combined freight 
and heavy passenger service are arranged in part for a.c. 
and in part for a.c. and d.c. operation. Finally the so-called 
Colonial type described in this issue has been evolved, espe- 
cially for fast and heavy passenger service. In all, the 
system has eighty-two electric locomotives of various types. 

The switching locomotives just referred to are for a.c. 
operation alone and consequently simpler in their con- 
trolling mechanism than most of the others. They are ot 
the eight-wheel articulated-truck type, with a central cab, 
driven by four motors arranged in pairs, of which each 
pair is permanently connected in series while the two pairs 
are permanently in parallel, and the speed regulation is 
arranged entirely by taps on the secondary transformer. 
The complete machines weigh 80 tons, and all the weight is 
on the driving wheels. The striking electrical 
peculiarity of the equipment is that the motors are worked 
from a regular transformer with separate windings instead 
of from an auto transformer, which somewhat simplifies 
the insulation problem. These locomotives give a maximum 
tractive effort of 36,000 Ib., and the first of the type in use 
has been run somewhat over 13,000 miles with mo main- 
tenance except the ordinary trouble of inspection. 

A far more interesting departure from previous practice 
is exhibited by the powerful twin motor locomotive of the 


only 
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so-called Colonial type. This is a radical departure in that 
it consists of two four-wheel radial trucks at the ends of 
the locomotive, joined with a four-wheel rigid truck in the 
center of the locomotive. There are thus eight driving 
wheels, and each pair of these is driven by two motors per- 
manently connected in series and with pinions geared to the 
same axle sleeve. By this arrangement certain considerable 
advantages are gained. In the first place when working on 
d.c. the four pairs of motors are operated by the controller 
just like the four ordinary motors of a standard d.c. loco- 
motive, On a.c. this arrangement has the advantage of 
giving a relatively high voltage of operation with corre- 
spondingly small currents to be dealt with, which simplifies 
the switching apparatus. Furthermore, since the limiting 
feature with respect to speed is the peripheral speed; by 
the use of two small motors instead of one large one twice 
the rotative speed is feasible, which lightens the construc- 
tion. Each of the pair of twin motors has one-half the 
number of poles which would be required by a single large 
motor, and the pair has therefore practically only the same 
number of parts which would be required in the other case 
with a great economy of space and a considerable gain in 
weight. In point of fact the eight motors required are for 
these reasons actually lighter and cheaper than the usual 
four motors of the same output would be. Their armatures 
are interchangeable with the standard armatures of the 
heavy motors used in the multiple-unit motor cars of the 
same company. They are provided with forced ventilation, 
and each motor is good for 170 hp on a one-hour rating. 

It will be seen that this new type of machine, aside from 
its radical differences of construction, constitutes a high 


_ power unit able to handle the heaviest passenger trains with 


ease and particularly well suited to meet the exigencies of 
a.c.-d.c. operations. The use of eight motors, which on its 
face looks like a complication, seems practically to be an 
advantage for the particular service contemplated, and 
actually to lead to a simplification of the locomotive struc- 
ture as a whole. It is certainly an advantage to get all’ the 
necessary power into a single locomotive, and the gain in 
Certain 
it is that the recent types of locomotives, built, as they are, 


the facility of ventilation appears to be material. 


with the benefit of the experience gained on the older ones, 
tend to simplify the operation of the system as a whole and 
to reduce the difficulties which at first made themselves 
evident. 

It was a long pull to get the single-phase machines into a 
satisfactory state considering the difficulties of the service, 
but those who have followed the operation of the system 
most closely have learned that in spite of preliminary difh- 
culties the service has been worked into excellent shape. 
Whether or not there will ever be evolved a standard type 
of locomotive for all trunk line service is a savagely 
mooted point even arnong the engineers best qualified by 
personal experience to judge. But this much is certain, 
that starting from an exceedingly difficult basis of opera- 
tions the electric trunk line service of the New York, New 
Haven & Hartford Railroad has “made good” in a very 
striking manner. It is to be hoped that the advent of the 
improved locomotive types here described will still further 
facilitate the extension of electric operation to other parts 


of the same great system. 
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Locomotives of the New York, New Haven & 
Hartford Railroad 


A Description of the Several Types of Combined Single-Phase, Direct-Current and of Straight Single-Phase Locomotives 
Owned by the New York, New Haven & Hartford Railroad and Its Allied Companies—Full Particulars 
Are Given of the New Switching Locomotives and the New Colonial Type Freight and 


Passenger Locomotive 


As the single-phase electric locomotives of the New York, 
New Haven & Hartford Railroad are frequently mentioned 
in discussions on heavy electric traction, and as the company 
has several types, the following brief history has been pre- 
pared. All of the locomotives were built and equipped 
jointly by the Baldwin Locomotive Works and the Westing- 
house Electric & Manufacturing Company. 

SUMMARY OF TYPES 

Locomotives Nos. or to 041.—The first locomotives were 
delivered in the latter part of 1906. They are equipped for 
a.c.-d.c. operation. There are now forty-one locomotives 
of this design in service, numbered from or to 041 in- 
clusive. Among the articles in the Street RAILWAY JouR- 
nat and Exvectric RaAtLway JoURNAL containing descrip- 
tions of these locomotives were the following: 

“Alternating-Current Systems for Heavy Railway Ser- 
vice,’ March 24, 1906. 

“Single-Phase, Direct-Current Loco- 
motives for the New York, New Haven 
& Hartford Railroad,’ April 14, 1906. 

“Electric Locomotives of the New 
York, New Haven & Hartford Rail- 
road,” Aug. 24, 1907. 

“Changes in New Haven 
tives,’ Nov. 21, 1908. 

Locomotive No. 071 and Hoosac Tun- 
nel Locomotives——The company’s first 
electric locomotive for combined freight 
and passenger service, designated as No. 
071, has two main trucks. Each of these 
trucks has two driven axles in a rigid 
wheelbase and a secondary pony truck. 
This locomotive is equipped with four 
No. 403 superimposed motors for a.c.-d.c. operation. It 
began service on the main line of the New Haven system, 
but was later transferred to the Hoosac tunnel for straight 
single-phase work. The five additional locomotives of this 
type furnished for the Hoosac tunnel are made for two 
classes of service; three of them are for freight service 
and two are for passenger service. The only difference is 

‘in the gear ratio used. These locomotives, of course, are 
straight single-phase. Locomotive No. 07 
mentioned in an article entitled “Freight Locomotives 
for the New York, New Haven & Hartford Railroad,” June 
26, 1909. A general description was published Sept. 25, 
1go09, and further particulars, with test records, were printed 
May 7, 1909. 

Locomotive No. 070.—No. 070 is the a.c.-d.c. articulated 
side-rod locomotive, which was first mentioned in “Freight 
Locomotives for the New York, New Haven & Hartford 
Railroad,” June 26, t909, and described in detail in the 
issue of this paper for May 7, rgro. 

Locomotive No. 072.—The single a.c.-d.c. locomotive 
designated as No. 072 is a refinement of No. 071, particu- 
larly in weight reduction, due to changes in the sizes of 
mechanical and electrical parts. The general design, how- 
ever, has been preserved. This locomotive is intended for 
fast freight and medium-speed passenger service. The 
guaranteed contract speed was 45 m.p.h., but in practice 
55 m.p.h. has been attained. 

Locomotives Nos. 0200 to 0215.—No. 0200 locomotive, 


Locomo- 


was briefly 


hereinafter described, is the first of sixteen switching loco- 
motives numbered from 0200 to 0215 inclusive. A locomo- 
tive of this type, known as No. o1, has also been built for 
the switching service of the New York, Westchester & Bos- 
ton Railway. 

Locomotive No. 069.—No. 069 is the a.c.-d.c. Colonial 
type locomotive hereinafter described. 

The principal electrical and mechanical features of the 
New Haven Nos. o1, 070 and 071 locomotives were tabu- 
lated by George Westinghouse in his paper on “Railway 
Electrification,’ and published in the issue of July 2, 1910. 

Locomotives Nos. 073 to 087—Locomotives Nos. 073 to 
087 are for freight and heavy passenger service and are a 
composite type containing features of the No. o69 and 
No. 072 designs, Locomotives Nos. 073, 074 and 075 are 
arranged for a.c.-d.c. operation, while locomotives Nos. 075 
to 087 are arranged for a.c. operation only. 


New Haven Locomotives—Side View of Switching Locomotive 


It will be seen from the foregoing schedule that the New 
Haven interests have now purchased a total of eighty-two 
electric locomotives of the several types outlined. Descrip- 
tions of the new switching and twin-motor locomotives 
follow. 
MECHANICAL FEATURES OF ELECTRIC SWITCHING LOCOMOTIVES 

NOS. 0200 TO 0215 

The sixteen switching locomotives are of the eight- 
wheeled articulated-truck type with central cab and sloping 
ends. The pulling and buffing strains are taken by the 
truck frames, which are joined at the center of the locomo- 
tive by a drawbar. The frames are placed outside the 
wheels and are steel castings of the usual bar type, having 
straight pedestals with removable gibs. The semi-elliptic 
springs are placed directly over the journal boxes, and 
the springs of each truck are connected by equalizing 
beams. There is no cross equalization with this arrange- 
ment. 

The end bumpers are of cast steel, arranged for Westing- 
house friction draft gear. At their inner ends the frames 
are braced transversely by steel castings, which are pro- 
vided with pockets which carry the intermediate drawbar. 
These castings also serve to transmit buffing shocks when 
the locomotive is coupling or pushing. 

Each end of the armature shaft has a pinion which 
meshes with a steel-tired gear. These gears are mounted 
rigidly on a quill which surrounds the axle with a clearance 
sufficient to allow for vertical wheel play. The quill is 
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carried in journals formed in the motor frame. The motor 
tractive effort is transmitted from the gears to the wheels 
through helical springs, rigidly attached at their ends to 
the wheel center and gear center respectively. With this 
arrangement the motors are spring-supported and the center 
of gravity of the locomotive is at a suitable height above 
the rail, This arrangement is the same as that of locomo- 
tives Nos. 071 and 072, except that in these two flexibility 
1s provided in the gears. 

The frame which carries the superstructure of the loco- 
motive is built up of rolled shapes and plates with the ex 
ception of the cab bolsters, which are cast steel. It is sup- 
ported on each truck frame by spring-loaded friction plates 
at four points. Two of these points are located at the 
ner end of the frame, one on either side as far from the 
longitudinal center line as possible. The remaining two 
points are located at the outer end of the frame and are 
placed close together on either side of the longitudinal 
center line. The trucks have center pins also, but these 
carry no weight and are simply to keep the superstructure 
frame in proper alignment with the trucks. One of the 
center pins is given sufficient longitudinal play to com- 
pensate for the backlash existing between pulling and 
buffing positions. The main driving wheels are 63 in. in 
diameter and have 56-in. cast-steel spoke centers. The 
tires are held with a shrink fit and shoulder. 

The cab, which is of steeple type, is built of steel plates 
with the main portion 17 ft. 8 in. long. An engineer’s 
operating stand is placed at each end. Part of the appa- 
ratus is hung from the roof. The entire roof is removable, 
thus giving easy access to transformer, compressor and 
other control apparatus. The end motors, which are located 
under the sloping hoods, can be handled by a crane after the 
hoods have been removed. All of the motors can be dropped 
into an overhauling pit. 

This locomotive is fitted with Westinghouse “EL” double- 
end brake equipment with train connections, a hand brake 
on one truck, sand boxes at each end with air sanders, an 
air-operated bell and a whistle. Steps are secured to each 
bumper. The cab can also be entered by means of a ladder 
on each side. 

As these locomotives will operate on the New Haven 
tracks only, no provision has been made for collecting 
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switching 
schematic 
connected 


locomotives are shown by the accompanying 
diagrams and sequence table. The motors are 


in two pairs, so arranged that the two motors 
of each pair are permanently in series while the two pairs 


The speed regulation is ob- 


are permanently in parallel, 


J garroeanesT 
& x 


New Haven Locomotives—Head-on 
Locomotive 


View of Switching 


MTA rarely ailein eraraiceter siz aNerous rarum retaliate aatetnr ete 


. 


4 ft. 8% in. 
PN 


WWIRGGl. BaSerm Riots 4 cle mintesiaciereihveanca vier f , 
Wheel, bases to balletsc'. toe sin.: era ctetete sitet siciaints at neo terete eh ates 23 ft.6 in, 
Distance between truck centers.....2..--.0-0-2 +--+ eee seees 16 ft.6 in. 
Diameter of driving wheels, outside... 22-505 s22<-cs cea 63 in, 
Diameter of driving wheels, ‘centers. cc. nerewienie en le 56 in. ; 
Ulett cs ce eaten eae Oainteer Cio Cae Deiatc DUES OORT o COC 7 in. x 13 in. 
Length between coupler knuckles... - 2.0003. s5d--. eee deemiens Site ' 
Eleioht to) fOp! Of Gale 6c. atime eis) = aleVslere)wisve ims vies «a1 since Rateje od ce tos ta 
Wadth® over Vall Se crecctero ore win cles osm sialesoualsiaic Bi AINE} ata sess ancnts ec LOvet. See ine 
Weight with all equipment........:.....--........-.. + «+++ -160,000 Ib. 


tained by connecting the motors to different taps on the 
secondary winding of the transformer in the same way as 
is done in all of the previous New Haven locomotives. 
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New Haven Locomotives—Sectional Elevation of Switching Locomotive 


current from a third rail. The locomotives have been de- 
signed to traverse 20-deg. curves. Their principal dimen- 
sions are given in the table on this page. 
CONTROL OF SWITCHING LOCOMOTIVES 
The essential features of the control connections of the 


The control is exceedingly simple because the switching 
locomotives have to operate on single-phase current only. 
In addition to the a.c. circuit breaker for shutting off the 
high-tension power from the transformer, the main circuit 
control apparatus consists merely of a main transformer, a 


270 


single switch group having twelve unit switches together 
with three preventive coils and two reversers, As in all 
of the previous locomotives, the switches are of the pneu- 
matically operated type, using the compressed air of the 
braking system as an operating force and a small 20-volt 
storage battery for actuating the magnet valves. The bat- 
tery is charged by means of a small motor-generator set 
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Schematic 
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The switching locomotive which is already in operation 
and fourteen of the new ones now under way are controlled 
by means of a master controller located in each end of the 
cab. A sixteenth locomotive is being brought through, 
however, in which a single controller in the center of the 
cab will be provided for operation in either direction. This 
change was suggested by the railroad company to deter- 
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Sequence of Switches. for 0200 Loco, 


New Haven Locomotives—Schematic Diagram and Seq 


which consists of a single-phase motor and a d.c. generator. 
As a rule, this set furnishes all of the energy required for 
operating the controller circuits, the battery being merely 
allowed to float on the line ready for use in case of accident 
to the motor-generator set or other emergency. 

An ammeter is provided near each master controller to 
enable the engineer to know just what load each pair of 
motors is taking at any time, so that he can handle the 
locomotive to the best advantage. In the case of a switch- 
ing locomotive it is especially desirable to know when it is 
capable of hauling extra heavy loads, in other words, to 
know the temperature condition of the motors. For this 
reason the motors have been provided with a temperature 
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New Haven Locomotives—Switch Group on Switching 
Locomotive 


indicator which is built on the principle of the Wheatstone 
bridge. The connection of this instrument is made through 
a coil in the motor fields. Its indications are obtained only 
when the motorman presses a button in the circuit of the con- 
trol battery. This indicator has been in use since May, IQUt. 

A novel feature in the main-circuit connections is that 
the motors are operated from a two-coil transformer in- 
stead of an auto-transformer. This reduces the insulation 
strain on the windings to a minimum, 
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uence of Switches for A. C. Switching Locomotives 


mine which arrangement would be preferable for future 
switching locomotives. 
CAPACITY, MOTORS, BLOWERS, ETC., 
TIVES 
The switching locomotives are guaranteed to exert a 
maximum tractive effort of 36,000 ib. for about three minutes 
at speeds up to 6 m.p.h..and a continuous tractive effort of 
14,800 Ib. at a speed of 11% m.p.h. In practice it has been 
found that an electric switching locomotive can do the 
work of two steam switchers because it can be operated 
day and night. In fact, the first switching locomotive fur- 
nished has been in use for about twenty hours a day in the 
yards at Stamford. It has made 13,000 miles up to Nov. 
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New Haven Locomotives—Blower Motor Set in Switching 
Locomotive 


1911, and has required no maintenance whatever except 
ordinary inspection. This locomotive is fitted with four 
type No. 410 series single-phase railway motors. The 
maximum operating voltage of these motors is 240 volts 
and the hourly current capacity is goo amp, corresponding 
to 192 hp per motor at the maximum voltage. It is not 
expected that the maximum voltage will be reached in ordi- 
nary switching service, but it is available when the locomo- 
tive is climbing grades or on longer runs in the yard. The 
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average operating potential is estimated to be 190 volts. 
The hourly rating corresponding to this voltage and a 
current of 900 amp is approximately 123 hp per motor. 

The No. 410 railway motor is of the series type with 
short-circuited compensating winding and preventive re- 
sistance leads in the armature circuit. The motor is de- 
signed with eight poles. The main field winding consists 
of concentrated field coils, each of which has a few turns 
of heavy copper strap, and is in its general construction 
very similar to the field coils used in large d.c. railway 
motors. The auxiliary or compensating winding is dis- 
tributed in the slots provided in the pole pieces. It con- 
sists of heavy copper bars, one in each slot, and straps 
interconnecting these bars at the ends. 

The armature winding consists of heavy copper strap, 
and the resistance leads in the armature are in strap form 
and of high resistance materials. As all windings are of 
bar or strap form, they make a very strong and reliable 
structure, a feature which is exceedingly desirable for 
railway work. This is combined with the condition that the 
compensating winding is short-circuited, whereby the volt- 
age strains in this winding are practically eliminated. The 
fact that the voltage of the motor is very low, far below 
the customary voltages on d.c. railway motors, makes this 
motor a most reliable structure. 


New Haven Locomotives—Roof of Switching Locomotive 


MECHANICAL FEATURES OF THE COLONIAL TYPE LOCOMOTIVE 
NO. 069 

The mechanical design of the Colonial type locomotive 

No. 069 embodies a number of new features which render 

it of special interest. The locomotive wheelbase is com- 


posed of three separate wheelbases, namely, two four-wheel 
radial trucks and the remaining structure with its two 
pairs of rigid drivers associated with the locomotive’s main 
framing and cab. The locomotive has a total wheelbase of 
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of unusual construction. They are of steel plates, 34 ft. 
4 in. long, 7 in. thick and 36 in. deep throughout the 
greater portion of their length, and are stiffened on the top 
and bottom edges by 3-in. x 4-in. angles. The frame plates 
have been cut away wherever possible in order to reduce 


New Haven Locomotives—Motor-Generator Set of 
Switching Locomotive 


weight and secure accessibility both to the journals and to 
the interior of the locomotive. 

If an ordinary bar frame had been used with this type 
of locomotive it would be impossible to 
jack it up (with pedestal binders re- 
moved) without danger of seriously 
straining the frames. These conditions 
do not apply to the same extent in a 
steam locomotive, where the boiler adds 
to the rigidity of the structure. The 
side frames in the present locomotive 
are placed outside the wheels, axles 
and boxes, so that the locomotive can.be 
jacked up and the wheels removed with- 
out breaking the bottom chord of the 
frame. There are no pedestal caps in the 
main frames, and the light safety straps 
under the boxes can be removed without impairing the 
strength of the structure. The rigid drivers are guided in 
the frame by cast-steel pedestals riveted and braced to the 
inside faces of the frame plates. 

The two frames are secured to each other transversely 
by steel plate cross ties, which in turn support the super- 
structure and the motors. At each end the frames are 
tied by a cast-steel bumper which serves four purposes, 
namely, to tie the frame together, to take the drawbar pull, 
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New Haven Locomotives—Sectional Elevation of Twin-Motor Passenger Locomotive 


39 ft. and a maximum rigid wheelbase ofr ft. The cab 


and superstructure are built directly on the mgin frame and 
are integral with it, thus securing the light construction 


which was especially desired. 
The main frames, as will be seen in the illustration, are 


to transmit the buffing strains to the main frames and to 
transfer part of the superstructure weight to the trucks. 
The whole construction forms a box-like structure, which 
provides a good foundation for the motors and other ap- 
paratus, as well as a suitable frame. In calculating the 
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strength of the frame the designers assumed that the weight 
of all of the superstructure together with the two pairs of 
drivers and their motors would have to be carried by the 
frame when supported at the four corners. 


construction has been patented. PE 
The four-wheel radiating trucks are provided with inde- 


The foregoing 
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truck frame and a heavier corresponding cross tie in the 
main framing. The links are slotted at one end so that 
they will be relieved of the compression strains when the 
locomotive is subjected to buffing shocks or when it is push- 
ing. They are pinned at one end to brackets on the trucks 
and at the other end to the steel bumper castings on the 


New Haven Locomotives—Complete Group of Pony Wheel Sets and Driving Wheel Sets Carrying Twin Motors 


pendent cast-steel frames of the locomotive type, having the 
usual form of pedestal binder. One pair of pony wheels 
and one pair of drivers constitute the wheel arrangement 
of each truck. The frames are tied transversely by a chan- 
nel iron at each end and by a cast-steel rigid bolster at the 
center which carries the weight of the superstructure. The 
truck is secured to the main structure by two links, located 
ahead of the driving wheels and placed at such an angle 
that their center lines if extended would meet on the center 


main frames. Westinghouse friction draft gear is used, 
the rigging being mounted in a cast-steel housing on each 
truck. Through these housings the buffing stresses are 
transmitted to the bumpers on the main frames.  Inter- 
posed between each housing and its adjacent bumper is a 
spring buffer similar to that often used between a steam 
locomotive and its tender. 

Secured to the channel iron at the back of each truck 
are two steel lugs which serve to keep the rear end of the 
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of the locomotive at the point where the radius pin would 
normally be located. This point may be termed the virtual 
radius center. The radial links also serve the purpose of 
drawbars between the trucks and the main frame, being 
connected directly to the bumper girder, thereby obviating 
the necessity for a heavier cross tie at the inner end of the 


truck in alignment with the main structure. These lugs 
have machined faces which are rounded to the arc of a 
circle whose center coincides with the virtual radius center. 
The lugs are interposed between chafing plates carried on 
one of the main frame cross ties. They also serve as sup- 
ports for the inner ends of the truck frames. 
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New Haven Locomotives—Roof of Twin-Motor 


Locomotive 
on any curves which the locomotive will negotiate. The 
locomotive rides very steadily. 
The equalization is peculiar in several respects. The 


pony wheels and drivers in each truck are equalized to- 


New Haven Locomotives—Pair of Single-Phase Motors 
Bolted Together, Showing Pinions Which Mesh 
in the Large Gear on Each Axle 


gether and also with the adjacent pair of drivers in the 


main frames. This provides a symmetrical equalization 
otive, the system being 


With this arrangement 
When the locomotive is on 
lateral movement between 


system at each end of the locom 
divided at the longitudinal center. 
there is no cross equalization. 
curved track there is relative 
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the driver in the rigid wheelbase and the adjacent driver 
in the truck, To accommodate this movement a hinge in 
the vertical plane is provided in the beam joining the 
springs over these drivers. The hinge pin, however, is not 
strictly vertical but is angled in such a manner that the 
beam when loaded will always tend to keep straight until 
forced out of line by the swinging of the truck on a curve. 
_ The cab is built on supports secured directly to the main 
frames and is of steel plate and Z-bar construction. Its 
length is 40 ft. and it has a door at each end. The ends 
are symmetrical and the locomotive is equipped for double- 
end operation. The engine steps, pilots, draft gear, un- 
coupling levers, etc., are all carried on the truck and 
therefore maintain at all times their proper position relative 
to the track. 

The principal dimensions of this locomotive are as fol- 
lows: 
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CONTROL SYSTEM OF THE COLONIAL TYPE LOCOMOTIVE 

The replacement of the usual four motors by eight 
smaller motors, as hereinafter described, made it possible 
to furnish the twin motor locomotive with a much more 
flexible control system than was possible on earlier ma- 
chines. This is due to the-fact that the motors in each pair 
are coupled permanently in series, because the combined 
voltage of each pair is just about right to permit two 
motors to be operated jointly on 600 volts as a single d. c. 
unit. Therefore, when operating on direct current, the 
four pairs of motors can be controlled in exactly the same 
way as the four motors of a standard d. c. locomotive; 
that is to say, the four pairs can be connected, first in 
series-parallel and then in parallel in the usual way. The 


New Haven Locomotives—Pair of Driving Wheels with 
Quill and Other Details 


use of two small motors in series instead of one large 
motor is also advantageous on alternating current because 
a high-voltage, low-current valve is thus secured instead of 
a comparatively low-voltage, high-current valve. Since 
the current and not the voltage usually determines the size 
of the switches, this arrangement permits the use of some- 
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what smaller sized switches than would otherwise be the 
case. Other advantages of the twin-motor scheme will be 
referred to in the description of the motors. 

The general arrangement of connections for this loco- 
motive is shown by the accompanying schematic diagram 
and sequence switches. Although apparently somewhat 
complicated on account of the two sets of connections for 
a.c. as well as d.c., the arrangement really is quite simple. 
When operating on alternating current the connections 
to the motors are exactly the same as those in the switch- 
ing locomotives previously described except that there 
are four pairs of motors instead of two, and also that a 
greater number of switches is employed. The motors are 
controlled by being connected to different taps on the sec- 
ondary winding of the transformer; consequently the volt- 
age at their terminals is varied according to the speed 
desired. 

The d.c. circuits are complicated somewhat by an ar- 
rangement of the cut-out switches which permits a single 
pair of motors to be cut out of circuit in case of damage 
of any sort. This arrangement preserves three-fourths of 
the hauling power of the locomotive, whereas one-half of 
the equipment would be rendered idle in the usual two- 
motor or four-motor equipment. Aside from this special 
cut-out scheme, the connections are exactly the same as 
in any four-motor d.c. equipment with bridging control. 

The proper operation of the a. c. or d. c. sets of switches 
from the same master controller is secured by the use of an 
a. c.-d. c. change-over switch. When the drum of this 
switch is placed in the d. c. position the operation of the 
master-controller handle causes the d. c. switches to close in 
their proper sequence; when the drum is placed in the a. c. 
position the movement of the same handle causes the similar 
closing of the entirely different set of a. c. switches. The 
change-over switch by means of which this result is accom- 
plished may be best compared to a number of single-pole, 
double-throw switches mounted together upon a common 
shaft. Each finger of the master controller is connected to 
the blade of one of these double-throw switches. One jaw 


of the switch is then connected to the magnet valve of the 
unit switch which is required to close for d. c. operation, 
and the other jaw is connected to the magnet valve of the 
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valves is a small 20-volt storage battery and a motor-gen- 
erator set exactly like those described in connection with 
the switching locomotives. Indeed, the entire arrangement 
of the control apparatus, with the exception, of course, of 
the greater number of auxiliary parts, together with the 
d.c. apparatus, is nearly the same as on the switching loco- 
motives. This makes it possible to operate the various 
types of locomotives with a minimum number of spare 
parts. ; 

When locomotives of this type are built for operation on 
alternating current only, they will be arranged in the same 
general way as the one described, except that the omission 
of the d.c. parts will effect great simplification. By con- 
sulting the schematic diagram it will be seen that only four- 
teen out of thirty-two switches are employed for a.c. run- 
ning. In general, the simplification throughout the entire 
control system if the locomotive was arranged for opera- 
tion on alternating current only would be about in this or 
even in greater proportion. 
CAPACITY AND MOTOR EQUIPMENT 

LOCOMOTIVE 

The total weight of the Colonial type No. 069 locomotive 
is 116 tons. It is designed to exert a continuous tractive 
effort of 12,000 Ib. Z 
at a speed of 35 ; 
m.p.h. at normal 
voltage, and a maxi- 
mum tractive effort 
of 40,000 lb. 

The motor equip- 
ment consists of 
eight No. 409-A 
single-phase railway 
motors. These mo- 
tors are built in 
pairs, one pair being 
mounted above each 
axle. Each single 
motor is provided 
with a pinion and 
the two pinions of a 
pair of motors are 
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New Haven Locomotives—Schematic Diagram and Sequence of Switches of the Type No. 069 A. C.-D. C. Twin-Motor 
Locomotives 


corresponding switch which is required for a. c. operation 
when that particular master controller finger is in contact 
with the drum. Thus, although a large number of circuits 
apparently are required, the actual connections are not at 
all complicated. : 

A novel feature of this equipment is the large drum-type 
reversers which are used for changing the connections of 
the motors to obtain either backward or forward running. 
These reversers are built on the same general line as those 
of the smaller ones in the switching locomotives and ordi- 
nary multiple-unit cars, but they are larger in capacity than 
any reversers of this type heretofore built. ; 

The source of power for operating the various magnet 


arranged to mesh with a single gear, which is mounted 
on a quill surrounding the axle. By the use of two 
small motors instead of one large motor for driving 
each axle certain advantages are secured. Since the periph- 
eral speed is the limiting design feature, it was possible 
to use two small motors with twice the rotative speed of 
one large motor. Each of the small motors has, therefore 
one-half the number of poles of practically the same size 
as one large motor would have; therefore two of the small 
motors have practically the same number of electrical parts 
like field coils, armature coils, brush holders, as would be 
the case with one large motor. A saving, however, is ac- 
complished with the two small motors, each of whieh is 
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about one-half the diameter of one large motor, because 
they can be located in a smaller and lighter frame than one 
motor; also the total weight of the end housings can be 
considerably reduced. This is evident from the accompany - 
ing sketch, in which the two small motors are represented 
by two small circles, while the large motor 
by a large circle. 

A further saving in weight, as well as in space, is accom- 
plished because each of the small motors has one-half the 
torque of one large motor; therefore the width of the gear 
on each axle can be one-half that otherwise required. ‘Not 
only does this reduce the weight of the gear, but it also per- 
mits the motors to be wider, and this, in turn, allows a more 
economical design. 

The No. 409-A railway motor is of the compensated 
series type with preventive resistance leads in the armature. 
The compensating winding is short-circuited when the 
motors are for a.c. operation only. It is connected in 
series, with field and armature winding, for motors which 
are for both a.c. and d.c. operation; otherwise each motor 
is similar in its electrical construction to the No. 410 motor 
previously described, with the one exception that it is de- 
signed with six instead of eight poles. 

The one-hour rating of each motor is 170 hp, and the 
continuous rating is 145 hp. Each pair of motors weighs 
11,900 Ib. In fact, the eight motors are lighter and cheaper 
than would be four motors of the same total output. An 
interesting feature is that the armatures of these motors 


is represented 


Space Taken by One Large and Two Small Motors of 
Like Output 


are interchangeable with those of the multiple-unit motor 
cars which are being built for the New York, New Haven & 
Hartford and the New York, Westchester & Boston Rail- 
road. The general design of the motor is the same except 
in the method of mounting, which requires different frames. 
AUXILIARY EQUIPMENT OF THE COLONIAL TYPE LOCOMOTIVE 

Forced ventilation for cooling the motors and the main 
transformer is secured by means of two blower motors 
which are mounted underneath the cab between the trucks. 
This arrangement avoids the objectionable noise and uiu- 
comfortably low temperature in winter which is caused 
when the blowers are located inside the cab. Each blower 
set consists of a 7!4-hp single-phase motor and a 20-in. 
Sirocco fan, which can deliver approximately 6000 cu. ft. 
of air per minute. These outfits, of course, can also be 
operated on direct current. 

The air brakes include a double-end Westinghouse “EL” 
equipment complete with signal outfit. Air for the opera- 
tion of the brakes and the control system is supplied by two 
air-jacketed D-4-K compressors, each of which has a dis- 
placement capacity of 50 cu. ft. of free air per minute. 
The pneumatic sanders at each end of the locomotive and 
the pantograph current collector and shoe collectors are 
also operated by air from the compressor system. — ,; 

The weight of all the electrical equipment, including 
flexible drive details, is approximately 120,000 |b. The ap- 
paratus inside the locomotive is mounted on a raised frame- 
work, so that all the working parts are easily accessible and 
a high center of gravity is given to the locomotive. The 
tops of the traction motors project about 6 in. above the 
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floor of the cab. The space between the end motors and 
the cab floor is covered by a plate which is attached to the 
motor frames and slides with them. 

Che power supplied on a.c. sections is obtained by means 
of one or the other of two pantographs, and on d.c. sections 
by means of third-rail shoes carried from the trucks. A 
small d. ¢, pantograph is also provided for use in crossing 
from one track to another where power is supplied by short 
overhead contact rails. Ags is the case on all of the New 
Haven locomotives, the third-rail shoes are arranged to fold 
up when not in use, so that on the right-of-way the clear- 
ance diagram of the locomotives will be a minimum. 

The novel feature of the third-rail shoes is a pneumatic 
cylinder by means of which the shoes can be lowered to 
break contact with the third-rail at any time desired. It 
has been possible to open heavy short-cireuits in this way 
because of the magnetic blowout action which takes place 
due to the flow of current in the third-rail and to the mag- 
netic path afforded by the adjacent locomotive truck. This 
pneumatic cylinder and the cab push-button through which 
it 1s actuated form a handy emergency means for cutting 
off power from the locomotives when they are operating 
over d.c. sections. 

The several pantographs, third-rail shoes, sander, etc., 
are all controlled by means of magnet valves which are 
operated from push buttons. These buttons are labeled for 
identification. Thus the motorman, in his seat at the 
master controller, has under easy control the movement of 
the locomotive, the raising and lowering of the pantographs 
and the third-rail shoes, the throwing of sand either in 
front or behind the wheels, the operation of the pneumatic 
bell and whistle, etc. The motorman also has before him, 
in plain sight, a.c. and d.c. ammeters, air gages and the 
temperature indicators previously described. 

Among other auxiliary equipment are two incandescent 
headlights and a steam-heating outfit mounted in the cab. 
The latter consists of an oil-fired boiler which can supply 
800 Ib. of steam an hour at 80 lb. pressure. The locomotive 
is also provided with train line receptacles and jumpers so 
that, if desired, two or more locomotives can be coupled and 
operated by a single engineer from one master controller. 
It is expected, however, that a locomotive of this type will 
be large enough to handle alone the largest passenger train 
customary on the New Haven system. 


HEARING ON HEIGHT OF CAR STEPS 


The Massachusetts Railroad Commission gave a hearing 
at Boston on Feb. 9 upon the petition of various women’s 
clubs for an investigation of the height of car steps. The 
petitioners contended that open cars are the chief source 
of trouble, and complaints were also lodged against the 
semi-convertible type of car. For the street railway com- 
panies, John Lindall, superintendent of rolling stock and 
shops for the Boston Elevated Railway Company; E. W. 
Holst, superintendent of equipment for the Bay State 
Street Railway; E. P. Shaw, Jr., general superintendent of 
the Boston & Worcester Street Railway, and C. Q. Rich- 
mond, president of the Berkshire Street Railway Com- 
pany, stated that many practical difficulties attend the prob- 
lem of changing the height of steps. The use of larger and 
more powerful motors requires greater clearance space for 
the car floor, and the narrowness of many streets presents 
an obstacle on account of the limited clearance possible on 
curves between passing car bodies. Any noteworthy re- 
duction in step height means the use of wider cars. The 
use of double folding steps on open cars was unanimously 
condemned as causing accidents through the tendency of 
passengers to leave cars while the latter are in operation. 
The commission reached the conclusion that in some cases 
the complaints against high steps are justified, and it will 
make an investigation extending into other cities. 
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Committees of C. E. R. A. and iC Bee 


The Brown Book Just Issued by Secretary Neereamer Contains the Names of the Committees for 1912 


The official brown book of the Central Electric Railway 
Association and of the Central Electric Railway Traffic 
Association for the year 1912 has just been published. It 
gives a list of the officers of the two associations elected 
last month and the dates of the meetings for the coming 
year. These are March 28, May 23, Sept. 27 and Nov. 22, 
1912, and the next annual meeting, Jan. 23, 1913. 

The following information in regard to the Central 
Electric Railway Association is then published: A list of 
the members with miles of track; a list of committees as 
published below; annual repost of the secretary and treas- 
urer as published in the issue of this paper for Jan. 20, 
1912; charges for interchange of equipment, and rules gov- 
erning the issue of transportation. 

For the Central Electric Traffic Association the report 
shows the following: A list of committees for 1912 as pub- 
lished below; a list of members with miles of railway owned 
by each; report of the chairman as published in the issue of 
this paper for Jan. 20, 1912; division circular No. 1 in re- 
gard to routing of passenger traffic; division circular No. 3 
in regard to collections of charges on excess baggage; a 
list of members which participate in the interchangeable 
1ooo-mile ticket, and a list of the printers who are entitled 
to use the special water-marked safety paper for ticket 
printing. 


COMMITTEES OF CENTRAL ELECTRIC RAILWAY 
ASSOCIATION 


STANDING AUDITING COMMITTEE 
Walter Shroyer (chairman), Indiana Union Traction 
Company. 
L. T. Hixson, Terre Haute, Indianapolis & Eastern Trac- 
tion Company. 
FE. L. Kasemeier, Ohio Electric Railway. 
RULES AND REGULATIONS GOVERNING ANNUAL 
TRANSPORTATION 
H. A. Nicholl (chairman), Indiana Union Traction 
Company. 
FF. W. Brown, Michigan United Railways. 
J. O. Wilson, Cleveland, Southwestern & Columbus 
Railway. 
M. J. Insull, Louisville & Northern Railway & Lighting 
Company. 
C. O. Sullivan, Western Ohio Railroad. 
CONSTITUTION AND BY-LAWS 
F. D. Carpenter (chairman), Western Ohio Railroad. 
A. A. Anderson, Springfield Consolidated Railway. 
A. W. Brady, Indiana Union Traction Company. 
F., W. Brown, Michigan United Railway. 
G. O. Nagle, Wheeling Traction Company. 
CLAIMS 
R, A. Crume (chairman), Dayton & 
Railway. 
J. H. Shaw, Cleveland, Painesville & Eastern Railroad. 
William Tichenor, Terre Haute, Indianapolis & Eastern 
Traction Company. 
F. E. Rankin, Detroit, Monroe & Toledo Short Line. 
H. Rimelspach, Lake Shore Electric Railway. 
M. J. Insull, Louisville & Northern Railway & Lighting 
Company. 
S. W. Reynolds, Danville, Urbana & Champaign Railway. 
FINANCE 
F. D,. Carpenter (chairman), Western Ohio Railroad. 
A, W. Brady, Indiana Union Traction Company. 
W. G. Irwin, Indianapolis, Columbus & Southern Trac- 
tion Company. 


Troy Electric 


H. E. Vordermark, Fort Wayne & Northern Indiana 
Traction Company. 

C. N. Hawley, Toledo, Port Clinton & Lakeside Railway. 

F. J. Green, Springfield, Troy & Piqua Railway. 

HOTEL AND ARRANGEMENTS 

W. H. Bloss (chairman), Ohio Brass Company. 

L. J. Drake, Jr., Galena Signal Oil Company. 

T. A. Henkle, Electric Service Supplies Company. 

S. D. Hutchins, Westinghouse Traction Brake Company. 

J. A. Gohen, Cleanola Company. 

L. G. Parker, Cleveland Frog & Crossing Company. 

INSURANCE 

F. W. Coen (chairman), Lake Shore Electric Railway. 

F. A. Healy, Ohio Electric Railway. 

C. L. Henry, Indianapolis & Cincinnati 
Company. 


Traction 


LIGHTNING ARRESTERS 

Edw. Heydon (chairman), Terre Haute, Indianapolis & 
Eastern Traction Company. 

F. T. Bundy, Ohio Electric Railway. 

Fred Heckler, Lake Shore Electric Railway. 

C. E. Morgan, Indianapolis, Crawfordsville & Western 
Traction Company. 

Charles Sigler, Winona Interurban Railway. 

E. J. Burdick, Detroit, Monroe & Toledo Short Line. 

COMPENSATION FOR HANDLING UNITED STATES MAIL 

A. W. Brady (chairman), Indiana Union Traction 
Company. 

F. W. Brown, Michigan United Railways. 

George Whysall, Columbus, Marion & Bucyrus Railroad. 

W. A. Carson, Evansville Railways Company. 

PUBLICITY 

L. E. Gould (chairman), ELectric RAILWAY JOURNAL. 

H. J. Kenfield, Electric Traction Weekly. 

Thomas D. Price, Woodward & Tiernan Printing 
Company. 

STANDARDIZATION 

H. H. Buckman (chairman), Louisville & Northern Rail- 
way & Lighting Company. 

F. J. Foote, Ohio Electric Railway. 

L. M. Clark, Terre Haute, Indianapolis & Eastern Trac- 
tion Company. 

Charles Sigler, Winona Interurban Railway. 

C. E. Morgan, Indianapolis, Crawfordsville & Western 
Traction Company. 

Keppele Hall, Dayton & Troy Electric Railway. 

-R. N. Hemming (secretary), Indiana Union Traction 
Company. 

SUBJECTS 

EK. B. Peck (chairman), Terre Haute, Indianapolis & 
Eastern Traction Company. 

George Whysall, Columbus, Marion & Bucyrus Railroad. 

C. E. Morgan, Indianapolis, Crawfordsville & Western 
Traction Company. 

C. D. Emmons, Chicago, South Bend & Northern Indiana 
Railway. 

G. W. Parker, Detroit, Monroe & Toledo Short Line 
Railway. 

F. D. Carpenter, Western Ohio Railroad. 

Will H. Bloss, Ohio Brass Company. 

SUPPLY MEN 

S. D. Hutchins (chairman), Westinghouse 
Brake Company. 

John F. Ohmer, Ohmer Fare Register Company. 

Will H. Bloss, Ohio Brass Company. 

L. J. Drake, Jr. (secretary), Galena Signal Oil Company. 

L. G. Parker, Cleveland Frog & Crossing Company. ; 


Traction 
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7a TRANSPORTATION 

Ge ke Jeffries (chairman), Terre Haute, Indianapolis & 
Eastern Traction Company, 

H. C. Warren, Toledo & Indiana Railroad. 

George Whysall, Columbus, Marion & Bucyrus Railroad. 

A. Shane, Indianapolis, Columbus & Southern Traction 
Company. 

J. F. Keys, Detroit, Monroe & Toledo Short Line 
Railway. 

E. F. Schneider, Cleveland, Southwestern & Columbus 
Railway. 

B. J. Jones, Ohio Electric Railway. 

C, F. Franklin, Winona Interurban Railway. 

M. E. Graston, Indianapolis, New Castle & Toledo Elec- 
tric Railway. 

VIGILANCE AND MEMBERSHIP 

C. D. Emmons (chairman), Chicago, South Bend & 
Northern Indiana Railway. 

F. W. Brown, Michigan United Railways. 

George Whysall, Columbus, Marion & Bucyrus Railroad. 

R. A. Crume, Dayton & Troy Electric Railway. 

T. F. Grover, Terre Haute, Indianapolis & Eastern Trac- 
tion Company. 

J. N. Tabb, Parkersburg, Marietta & Interurban Railway. 

G. J. A. Paul, Mahoning & Shenango Railway & Light 
Company. 

Will H. Bloss, Ohio Brass Company. 

L. E. Gould, Evecrric Rattway JourNAL. 

WOOD PRESERVATION 

F. P. Smith (chairman), Indianapolis, Columbus & South- 
ern Traction Company. 

Gaylord Thompson, Ohio Electric Railway.” 

T. B. MecMath, Indianapolis Traction & Terminal 
Company. 

L. A. Mitchel, Indiana Union Traction Company. 

RULES GOVERNING THE INTERCHANGE OF EQUIPMENT 

H. A. Nicholl (chairman), Indiana Union Traction 
Company. 

C. D. Emmons, Chicago, South Bend & Northern Indiana 
Railway. 

A. A. Anderson, Springfield Consolidated Railway. 

A. Benham, Ohio Electric Railway. 


COMMITTEES OF CENTRAL ELECTRIC TRAFFIC 
ASSOCIATION 


STANDING AUDITING 

Walter Shroyer (chairman), Indiana Union Traction 
Company. 

L. T. Hixson, Terre Haute, Indianapolis & Eastern Trac- 
tion Company. 

E. L. Kasemeier, Ohio Electric Railway. 

INTERCHANGEABLE MILEAGE TICKET 

F. D. Norviel (chairman), Indiana Union 
Company. 

W. S. Whitney, Ohio Electric Railway. 

O. H. Murlin, Dayton & Troy Electric Railway. 

INTERLINE BAGGAGE 

O. H. Murlin (chairman), Dayton & Troy Electric 
Railway. 

C. O. Sullivan, Western Ohio Railroad. 

R. W. Waite, Louisville & Northern Railway & Lighting 
Company. 


Traction 


JOINT PASSENGER TARIFFS — 
W. S. Whitney (chairman), Ohio Electric Railway. 
F. D. Norviel, Indiana Union Traction Company. 
C. J. Laney, Toledo, Bowling Green & Southern Traction 
Company. 
JOINT FREIGHT TARIFFS 
L. D. Johnson (chairman), Dayton & Troy Electric 
Railway. ; 
A. A. Kartholl, Fort Wayne & Northern Indiana Traction 
Company. 
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C. B. Kleinhans, Toledo & Indiana Railroad. 
S. Ridlen, Indianapolis, Crawfordsville & Western Trac- 
tion Company. 
C. A. Floyd, Grand Rapids, Holland & Chicago Railway. 
OFFICIAL INTERURBAN MAP 


G. M. Patterson (chairman), Toledo & Chicago Inter- 
urban Railway. 
J. H. Crall, Terre Haute, Indianapolis & Eastern Trac- 


tion Company. 
O. H. Murlin, Dayton & Troy Electric Railway. 
W. S. Whitney, Ohio Electric Railway, 


C. C, Trees, Kokomo, Marion & Western ‘Traction 
Company, 
OFFICIAL INTERURBAN GUIDE 

C, O. Sullivan (chairman), Western Ohio Railroad. 

J. M. Brick, Springfield, Troy & Piqua Railway, 

J. H. Crall, Terre Haute, Indianapolis & Eastern Traction 
Company. 

F. D. Norviel, Indiana Union Traction Company. 

J. F. Starkey, Lake Share Electric Railway. 

BOOSTER 

BD, (chairman), Indiana Union Traction 
Company. 

C. O. Sullivan, Western Ohio Railroad. 

J. H. Crall, Terre Haute, Indianapolis & Eastern Traction 
Company. 

O, H. Murlin, Dayton & Troy Electric Railway. 

J. H. Pounds, Benton Harbor-St. Joe Railway & Light 
Company. 

JOINT WEIGHT AND INSPECTION BUREAU 

J. H. Crall (chairman), Terre Haute, Indianapolis & 
Eastern Traction Company. 

F. D. Norviel, Indiana Union Traction Company. 

F. I, Hardy, Chicago, South Bend & Northern Indiana 
Railway. 

W. S. Whitney, Ohio Electric Railway. 

L. D. Johnson, Dayton & Troy Electric Railway. 

JOINT EXCEPTION SHEET 

C. O. Sullivan (chairman), Western Ohio Railroad. 

J. H. Crall, Terre Haute, Indianapolis & Eastern Traction 
Company. 
oak @ P 
Company. 

J. C. Larason, Columbus, Delaware & Marion Railway. 

J. H. Pounds, Benton Harbor-St. Joe Railway & Light 
Company. 

W. S. Whitney, Ohio Electric Railway. 

F. D. Norviel, Indiana Union Traction Company. . 


Norviel 


Warfel, Indianapolis & Cincinnati Traction 


COMBINED D. C.-A. C. LINE BETWEEN VIENNA AND 
PRESSBURG, AUSTRIA 


A standard-gage railway from Vienna to Pressburg, 
about 43 miles long, is now being built. This line will be 
the third in Europe to be operated partly by direct current 
and partly by single-phase current. The other two lines 
are the Vienna-Baden Railway, which was completed in 
1908, and the suburban system of the Lyons Tramways, 
which was built about the same time. On the Vienna- 
Pressburg railway the more populated sections, namely, 
Vienna-Schwechat, 7.7 miles long, and Ligetfalu-Pressburg, 
3.1 miles long, will be served by 550-volt to 600-volt direct 
current, but a 15-cycle, 15,000-volt trolley will be used be- 
tween Schwechat and Ligetfalu. Unlike the other roads 
named, different equipments will be used on each division. 
The city service will be handled by straight d. c. equip- 
ments, whereas the interurban passenger and freight ser- 
vice will be cared for by a.c. locomotives. Upon reaching 
the city limits the a.c. locomotives will be exchanged for 
dc. machines. The highest operating speed will be 37.2 
m.p-h, on the a.c. section and 19.2 m.p.h. over the maximum 
3 per cent grade of the more populated sections. 
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Brooklyn Rapid Transit Line Specifications 


ee lan's : ss 
The Specifications Cover Ears, 


Phe electrical engineering department of the Brooklyn 
Rapid Transit System has recently issued specifications 
for power distribution material in addition to those pub- 
lished in the Exnecrric Rartway JournaL for Nov. 5, 
1910. The new specifications for composition trolley ears 
mention drawings of an anchor ear and of plain and side- 
feed ears for various sizes of wire. A drawing of the 
standard ear for No, 000 wire was reproduced on page 138 
of the Exvecrric Raitway Journat for July 23, 1910, but 
drawings of the anchor ear and of a side-feed ear for 
No. 00 wire are reproduced in the accompanying cuts. 
The following specifications refer to ears, ordinary round 
trolley wire, high-strength trolley wire, metal trolley poles 
and high-tension, lead-covered and paper-insulated cable: 

COMPOSITION TROLLEY EARS. 

Manufacture—The ears are to be made to the dimen- 

sions called for on the blueprints, the grooves for the wire 
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Line Specifications—Side-Feed Ear for No. oo Wire. 


being carefully milled, so as to leave an equal thickness of 
metal on each side. 

Weights—No ears will be accepted that weigh less 
than the amounts specified below. 


Type. Lb. Oz. 
Columbia anchor ear....cccscecceuees ASEAN Shea's « era cKsett 1 10 
BGT aa adas WORIn cn HriK eae eM ane TREE Ce ER ene Walaran a 13 
ING UUREG ER LOUINS CERN ain Rcintiehacabtichir Gets Likie paki evie ee nie 12 
ING SOTO NOMT sac nin Scan ve archntintrennn Peek sewonn oo. 1 1 
IRIN GONGS 00 (SIUCTROU, dons crcna sates ena eden da eae ce ew ca ) 7 
Reizt. INGs QU0 BSIRELOCH im can ohn peace ale nest irae oe 6 die a a 1 12 
RA ING OUG SIGS LOGS arses vara wis Grete ansehen tenia sae 1 14 


Composition—While the composition of the mixture 
used will not be exactly specified, it must come within the 
following limits: 

Copper not less than 8.4 per cent. 
Tin not less than 2 per cent. 
Zine not more than 10 per cent. 


Lead not more than 3 per cent. 
Other metals not more than 1 per cent. 


It must be understood that the above mixture is to be 
contained in the finished ear, so that any changes in the 
composition due to volatilization under heat must be al- 
lowed for. 

Tinning.—The grooves of the side-feed and anchor ears 
will be tinned, but the other types will be furnished with- 
out tinning. 

Tests—Tests of the ears will be made at the railway 
company’s laboratory after delivery of the order. At least 
one ear will be taken from each type on each delivery 
and analyzed, and if the composition of this sample ear 


Cables, Wire and Poles—The Requirements for High-Strength Wire Are of Special Interest 


does not come within the limits specified the entire lot of 
that type delivered at that time will be returned. te 

Marking—In each ear will be cast some distinctive 
mark so that its make can be easily recognized. 

COPPER TROLLEY WIRE. 

General—The wire purchased under this specification 
shall be drawn in lengths of not more than 1 mile or less 
than sooo ft., and shall have only such joints or splices 
as are required to join the wire bars necessary to make 
up the specified lengths. These splices are to be made 
after the bars have been rolled but before the rods have 
been drawn through the first die. When finished the 
wire shall be truly cylindrical and shall not contain any 
scale, inequalities, flaws, cold shuts, seams or other im- 
perfections. 

Weight—Besides the name of the manufacturer, each 
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reel shall have its gross, net and tare weight plainly and 
indelibly marked on the outside, the reels of wire being 
weighed and marked for gross and net weights in the 
presence of an inspector of the Transit Development 
Company. The weight per mile of the wire is given in 
the table making a part of this specification. 

Reels —The wire shall be put on reels of sufficient size 
to prevent any sharp bends and shall be properly pro- 


‘tected so that it will not be injured in transportation. 


The reels shall measure over all not more than 48 in. in 
diameter and not more than 25 in. in width and each 
shall have a heavy iron bushing with a hole 23% in. in 
diameter, suitable for carrying the reel on a 2-in. arbor. 

Inspection—The manufacturer shall notify the electrical 
engineer of the Transit Development Company when the 
wire is ready for inspection and an inspector will be sent 
to the works. The inspector shall reject any and all wire 
that does not fully come up to the requirements of this 
specification. The Transit Development Company further 
reserves the right to reject on reception any and all wire 
not fulfilling the specification, even though previously it 
may have been accepted by the inspector. 

Tests—Tests shall be made at the manufacturer’s plant 
by or under the supervision of the inspector, the neces- 
sary apparatus for making them being furnished by the 
manufacturer. The Transit Development Company, how- 
ever, reserves the right of furnishing any part of such 
apparatus if its electrical engineer sees fit to do so. 
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Samples——Two samples, each approximately 30 in. in 
length, shall be taken from one end of each reel enough 
wire having been previously cut away to insure that the 
samples will be fair specimens of all of the wire on the 
reel. From each 30-in. piece 18 in. shall be cut away and 
tested for tensile strength and elongation and the remain- 


ing 12 in, tested for torsion. The required results of 
these tests are given in the following table: 

Size of Tei ini : es 

we, - Weight Minimum Elongation mum 

_ ae diameter er Breaking Percentage Twists Condue- 
.§ fac in oo Mile. Weight, Lb. From. To. in 10 in. tivity. 
eee 32 1,687 4,600 3 5 
No RS area cis 365 2,127 5,700 3 5 ig a 
No. .000....... 410 2,682 6,600 2% 5 15 95 
No. 0000...... 460 3,382 8,300 24 5 12 § 


a 95 
The average results of the tests upon the two sam- 
ples from each reel shall be taken when deciding as to 
whether the reel meets the specification requirements. 

Gaging.—Betore making the tests for tension and tor- 
sion, each sample shall be measured with a micrometer 
on two diameters at right angles to each other for 
roundness and diameter. A variation of not more than 
2 mils between the two measurements will be allowed for 
roundness, while the average of the two measurements 
must be not more than 3 mils on either side of the diam- 
eter of the wire specified in the table. 

Tension and Elongation—The pieces 18 in. long shall 
be broken in a tension machine, having previously been 
marked at points Io in. apart. When broken the pieces 
shall be fitted together and measurements taken between 
the two marks to find the percentage of elongation. 

Torsion—tThe 12-in. pieces shall be tested to destruction 
in a torsion-testing machine, being firmly held between 
jaws 10 in. apart. The machine shall be operated at a 
speed of not less than ten twists per minute. 
H1CH-STRENGTH ROUND TROLLEY WIRE. 


[Editors’ Note—The paragraphs entitled “General,” 


“Weight,” “Inspection,” “Tests,” “Samples” (except the 
table reproduced), “Gaging,” “Tension and Elongation” 
and “Torsion” are the same as those for round copper 
wire and therefore have not been repeated.] 

Reels——The wire shall be evenly coiled on reels so that 
it can be run out without fouling or injury, the ends se- 
curely fastened, and the wire so protected that it will not 
be injured during transportation. The reels shall be sub- 
stantially made so that there will be no spreading and 
shall have heavy iron bushings 23 in. in diameter, suitable 
for carrying the reel on a 2-in. arbor. The maximum and 
minimum allowable dimensions of the reels follow: 


Maximum. Minimum. 
Diameter of sides 48 in. 36 in. 
Thickness of Sides....--cscccvecccccesscrssecees 2% in 2% in 
PRR SOU eo carne ae pewew nadntrcrcerosnere 30: im 25 in 
Diameter of drum 36 = in 24 in 


Table of High-Strength Wire Tests. 


Size of Weight Minimum Elongation Minimum 
Wire, Diameter per Breaking Percentage Twists Conduc- 
B.&S. in Mils. Mile. Weight, Lb. From. To. in 1) in. tivity. 
Ws Cees s10210 325 1,687 6,300 3 5 30 45 
WG 00 ce ines 365 2,127 7,400 3 5 30 45 
No. 00U.. 410 2,682 9,140 2% 5 25 45 
No. 0000. 460 3,382 11,460 2% 5 20 45 


~ Conductivity—The wire of all sizes shall show a mini- 
mum conductivity of 45 per cent of that of pure copper, 


“Matthiessen’s standard.” 
METAL TROLLEY POLES 


General—Poles are to be made in three sections and 
of standard-weight, lap-welded wrought-iron or steel pipe. 
This pipe must be perfectly straight and free from flaws 
of any kind. ; 

Sections—The lengths and sizes of the pipe used for the 
various sections shall be the same as given in the table 


below: 


Middle Section | Lower Section 


U Section ; 
PoleNo. Size Length © Size Length Se arte Oi 
i in ; 5 in. . Oin. 
ieee st rae ge Tin et, Dis. «Sin. 17 ft. Qin. 
ee See am OT SE Gin, = Sia. 19 fe 
eee i Cee eG ak pin! 6.5, 640. ~Bin.-- 16 FS in. 
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J oints—Sections shall be telescoped 18 in. and all joints 
shrunk or swaged without the use of shims. The joints 
must be so tight that no opening can be noticed between 
the two sections. The sections ‘are not to be connected 
by bolts or any other means that would restrict the inside 
diameter of the pipe. The upper ends of the sections are 
to be chamfered so that water cannot collect at the joints. 

Sleeves—Every pole shall be fitted with a sleeve of 
extra-heavy-weight wrought iron or steel pipe chamfered 
at its upper end and rolled or shrunk on to the lower sec- 
tion, “This sleeve, with the No. 5 and No. 8 poles, shall 
begin at a distance of 5 ft. from the bottom and extend 
upward 3 ft. With the No. 6 and No. 7 pole, the sleeve 
shall begin 6 ft. from the bottom and extend upward zit 
The upper end of the sleeve shall be chamfered in the 
same manner as at the joints of the pole. 

Painting.—Poles are to be painted on the outside with 
one coat of a paint to be approved by the electrical en- 
gineer of the Transit Development Company. 

Weight.—The weights of the finished poles, including 
sleeves, shall not vary more than 5 per cent either way 
from those given as follows: Pole No. 5, 893 Ib; No. 6, 
1035 1b; No. 7, 1183, and No. 8, 855 lb. 

Inspection—The poles shall be inspected before ship- 
ment by a representative of the Transit Development Com- 
pany, and any not meeting the requirements of these 
specifications will be rejected by him. 

Marking.—The initials of the company making the pole, 
together with the year, shall be stamped in the metal of 
the upper section, not more than 18 in. from the top. 
HIGH-TENSION, LEAD-COVERED AND PAPER-INSULATED CABLE 

Conductors.—The cable shall consist of three conductors 
each composed of not less than thirty-seven soft drawn 
copper wires, having a combined area of not less than 
250,000 circ. mils when the wires are laid out straight, 
stranded into a cable in such a manner as to form a thor- 
oughly flexible conductor. The conductor shall have a 
minimum conductivity of 98 per cent of that of pure cop- 
per, “Matthiessen’s standard.” 

Insulation—The insulation shall consist of the best 
manila paper applied spirally and saturated with an in- 
sulating compound. Each conductor shall be wound with 
614/32-in. of this insulation, then the three conductors 
shall be twisted together and the spaces between them 
filled with jute to make a circular core. Over this core 
there shall be a belt of 5/32 in. of the paper insulation. 

Sheath—A lead sheath, nowhere less than M%-in. in 
thickness, shall be applied over the insulation and the lead 
used in it shall be alloyed with from 2% per cent to 3 per 
cent of tin. The sheath when completed shall be free 
from blow holes, pin holes, cuts or other imperfections. 

Testing—After completion and before testing, each 
length of cable shall pass through a bath of water for a 
distance of not less than 6 ft., the cable being submerged 
in the water while passing through it. After this each 
length shall be subjected to a breakdown test with an al- 
ternating current of 25,000 volts for half an hour, first 
between conductors and then between them and the lead 
sheath. The final test shall be for insulation resistance, 
and after three minutes’ electrification each length shall 
have a minimum insulation resistance of not less than 100 
megohms and a maximum of not more than 400 megohms 
per mile at 60 deg. Fahr., the measurements being made 
with a battery of not less than roo volts or more than 500 
volts. This test for insulation resistance shall be made 
hetween each conductor and the other two grounded to 
the lead sheath. 

These tests shall be made at the manufacturer’s plant 
under the supervision of the electrical engineer of the 
Transit Development Company or his representative. _The 
necessary apparatus for making the tests shall be furnished 
by the manufacturer and shall be of ample capacity, ac- 
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curate and suitable in every way for making the tests. 
The Transit Development Company is to have the privilege 
of checking or verifying any part of such apparatus or 1n- 
struments if its representative so desires. 


THE NEAR-SIDE CAR IN PHILADELPHIA 


The Philadelphia Rapid Transit Company has just issued 
a small pamphlet relating to the use of near-side cars in 
Philadelphia and embodying the experience gained by the 
operation of fifty cars in that city since last October. 
After describing the general construction of the car the 
statement is made that the fifty cars on the Twelfth and 
Sixteenth Streets line have shown that passengers board 
and leave these cars more rapidly than with the pay-within 
cars. During the Christmas holiday rush some of these 
cars carried loads of 150 passengers each. After more 
cars have been purchased, however, it is the intention to 
limit the load to ninety-two passengers. The pamphlet 
continues in part: 

“Upon the near-side cars on the experimental line the 
height of car floor above the ground was 3934 in. This 
height was divided as follows: 


Wareloor: Complathormucrqer ears acai elec erehslet ute ohelstelatelsierel enviste ef ue)s 1-12 10% in. 
Platformed OtitSh, Ste pier ccveie sere seis slote leo <) e1siersie ereletola clo letaleyeyel stn lepaiivie 14% in. 
First step to ground (average) 22.0. sien ee jules wee inieieie sie vinlve ow (5) in, 

Total from ground to car floor........... saree (ovenayersitn ove oie ses 3934 in, 


“By sloping the car floor downward from a line directly 
over the front bolster to the junction of the car body and 
the platform and by making the size of the car wheels as 
small as possible the height of the car floor in the new near- 
side car has been reduced from 3934 in. to 36% in. This 
height has been divided as follows: 


Gar oonst Op latlOrin itm citar rs sarin tele ei elrelielelaieisieke evens ysis vis 10% in. 
IDieyRiorane, IO sabaa? Go oGodao hot oooon ne oo DEns oo opobOD como orc 13) ine 
Imbeee Hie Ho) eirmubneh (Enieade) ican Gao eone ond onddor Ojdccnseeaes 3 sane 

Motaletrom) egtOURdatOnCat 4h OO << italstclsietelelslelelsrsieielelevelsuaierene 36% in. 


“By this method the steps have, it is believed, been made 
lower than ever before accomplished where a single step 
has been used on a double-truck car. 

“The new car seats fifty-four passengers, of whom thirty- 
six face forward. Each passenger is allotted a seating 
space of approximately 17% in. The seating capacity of 
the latest pay-as-you-enter standard cars used in other cities 
is from forty to forty-four passengers, with an average 
seating space of 16% in. per passenger. The near-side car 
therefore seats approximately 20 per cent more passengers 
than any car of similar proportions now in use, and this 
with considerably more comfort because of the greater 
seating room per passenger. 

“The width of aisle at knee height is 27 in. and at hip 


height 30 in. This result is obtained by the use of windows - 


which are opened by raising instead of lowering. The aisle 
provides ample standing room for thirty-eight passengers, 
for whom sanitary hand straps are provided, thus giving 
the car at rush hours a total car capacity of ninety-two 
passengers, at which maximum it is intended to display the 
‘car full’ sign. 

“The weight of the improved near-side car, equipped 
ready for service, is slightly less than 36,000 lb. The new 
car is 45 ft. 2 in. over all, which is 4 ft. 2 in. longer than 
the Philadelphia pay-within car as originally equipped with 
projecting fender. The extra overhang naturally to be 
expected from this increased length is, however, in this 
car almost entirely overcome by the greater distance be- 
tween truck centers. 

“The ventilating system is automatic. Fresh air is brought 
in through two rows of electric heating coils which are 
housed in continuous casings at the floor level. The lower 
heating coils are controlled by a hand-operated switch. 
The upper coils are controlled by a thermostat which auto- 


[ Vor. XXX Now 7: 


matically maintains a uniform heat ranging from 45 deg. 
to 50 deg. during cold weather. 

“The new car is equipped with a window scraper on the 
front window, with which the motorman can readily keep 
both the inside and outside of the glass free from frost and 
moisture, insuring at all times a clear lookout ahead. 

“The platform spaces inclosed for the motorman and 
conductor are slightly raised to prevent moisture accumulat- 
ing under foot. 

COMPARISON 

“The latest standard Philadelphia near-side car compares 
with the Philadelphia pay-within car and the average 
standard pay-as-you-enter cars in use in other large cities 
as shown in the following table: 


* Standard Standard 
Philadelphia Philadelphia Other Cities 
“Near-Side” Pay-Within P. A. Y. E. 
Height of step: Cars. Cars. _ Cars. _ 
From ground to first step..... 1s Aste 17% in. 16 in. to 17 in. 
From step to platform........ 3). an. 13 in. 13 in. to 14 in. 
From platform to car floor.... 10% in. 10. in. 9 in. to 10 in. 
Total from ground to car floor. 36% in. 40% in. 38 in. to 41 in. 
Length of crozs-seat cushion.... so ee 33 in. 32 in. to 34 in. 
Width of aisle at knee height.... 27° in. 21% in. 24 in. to 26 in. 
Width of aisle at hip height..... 30 — th, 26 in. 26 in. to 28 in. 
Width of Car over aliccssn05 <0 Sf. ‘6%n.. J8.5t Gor. 2 ft. to. 9 ft 
Length of ‘car over all....i.05- 45 ft. 2in. 41 ft. 35 ft. to 46 ft. 
Number of electric lights........ 30 12 12 to 25 
Seating capacity iil Cats... s22ss0' 54 40 30 to 44 
Weight of car fully equipped (lbs.) 36,000 42,000 40,000 to 54,000 


INSPECTIONS AND TESTS 

“The Stotesbury management has invited critical inspec- 
tion of these cars and has received valuable suggestions 
from various civic bodies, municipal officials, the riding 
public and the motormen and conductors operating the 
cars, 

“The ventilating feature of the car was subjected to a 
thorough test by representatives of Dr. Joseph S. Neff, 
director Philadelphia Department of Public Health and 
Charities, who reported that the ventilators are capable of 
removing 35,053 cu. ft. of air per hour. This is equivalent 
to 381 cu. ft. per passenger per hour on the basis of a total 
load of ninety-two passengers, which fulfils the require- 
ments of best ventilating practice. 

“The Permanent Public Safety Committee of Philadel- 
phia, after a careful inspection, especially commended the 
appliances now being used to protect the public against 
accidents and expressed its appreciation of the scientific 
ventilating system and sanitary features. 

“The Pennsylvania State Railroad Commission reported 
that if the cars were satisfactory to the patrons the com- 
mission would give its approval to their use. In accord- 
ance with this condition the passengers riding upon these 
cars on Dec. Ig, I9II, were requested to signify their 
preference either ‘for’ or ‘against’ the near-side car by 
signing their names and addresses to a printed ballot. The 
result of this vote of the riders was 30,221 ‘for’ and only 
567 ‘against.’ The majority of those voting ‘against’ were 
found by inquiry to be not against the ‘near-side’ principle 
but critical of certain details. The chief objections, viz., 
the height of the steps and the location of the handrail at 
the entrance, were at once remedied in the plans for the 
new cars, whereupon the commission transmitted its formal 
approval of the improved car. 

“The suggestions obtained from the several inspections 
and tests, together with those brought out by a careful ques- 
tioning of the motormen and conductors operating the cars, 
have resulted in the changes now summarized: 

CHANGES 

“Steps lowered, making access easier from the ground. 

“Grab handles at entrance and exit made more accessible 
to passengers and handrail provided along exit passageway. 

“Tripping gate and apron of wheelguard lengthened to 
cover the greatest possible track width without projecting 
beyond the side limits of the car. 

“Better illumination of steps and front vestibule. 

“Longer seat cushions and better spacing of seats. 


wee 
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“Increased number of hand straps. 

“Improved arrangement of window sash, 

“More effective distribution of electric heating. 

Forward aisie area covered with floor strips to prevent 
tracking moisture and dirt over car floor. 

“Brooms provided on each car for ke 
steps clean, 

“Sign, System simplified by combining route number and 
destination in one illuminated sign on front of car. 

“Route sign on side panel changed to enameled sheet steel 
to permit of frequent cleaning. 

“Locations of interior route sign and fare and service 
regulation signs changed to make them more easily dis- 
tinguishable. 

“Platform under motorman’s and conductor's feet raised 
to avoid dampness. 

“Motorman’s seat located nearer center line of front 
window to widen motorman’s range of vision. 

“Short curtains provided in front windows to protect 
motorman’s eyes from the glare of the sun. 

“Suitable fastening provided for motorman’s watch. 

“Electric light switch in vestibule made easier of access 
to conductor. 

“Hand brake made quicker of action and easier to oper- 
ate. 

“Rear-door operating mechanism greatly simplified and 
improved. 

“Rear emergency air-brake valve simplified and changed 
to better location over rear door. 

“Fare recorder placed directly over conductor's head 


eping car floor and 
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fined to such statements of car movements, transfers issued, 
etc., as are required for traffic purposes. The conductor is 
thus relieved of the most irksome task in connection with 
his duties, i.e. the preparation of his trip sheet, which 
heretofore necessarily had to be made out under most ad- 
verse conditions. 

“In addition to the records of the individual conductors 
the fare recorder delivers a printed summarized total of the 
earnings and traffic of the car for the entire day, classified 
under the same headings as the conductor’s record. The 
summarized record, known as the auditor’s record, is taken 
by the inspector after the car has been turned in for the 
day. 

“From the printed records the auditor recapitulates the 
totals of the cars by lines. The auditor’s record sheets 
lend themselves so readily to daily comparison of the trans- 
actions of both regular and extra conductors by runs as 
immediately to reveal discrepancies. The company’s in- 
spectors, by means of special keys, have access to the record 
of the conductors’ transactions contained in the fare re- 
corder at the end of any half trip. This affords a most 
effective check against carelessness or dishonesty, thus 
reducing to a minimum the necessity for the ‘spotter’ sys- 
tem,” 


BOSTON & PROVIDENCE INTERURBAN PLANS 


An outline has been secured from A. S. Pratt and F. J. 
Wood, of Stone & Webster, of the plans of the Boston & 
Providence Electric Railroad, which received authorization 


Scale of Miles 


Route of Proposed Interurban Railway Between Providence and Boston 


convenient to his reach when setting the mechanism and 
printing the records. 

“The foregoing improvements have been embodied in the 
plans for the additional near-side cars, 500 to 800 of which 
will, commencing April next, be delivered at the rate of 
100 per month for service upon the lines of this company. 

FARE RECORDING 

“The use of fare boxes is not believed by this manage- 
ment to be the best remedy for the deficiencies known to 
exist in present methods. The fare box system of collect- 
ing fares is based on the supposition that if the cash actu- 
ally paid in by the passengers be secured the matter of 
accounting for transfers is of minor consequence. © The use 
of the fare box may in some measure protect against petty 
dishonesty, but where used as above described it opens wide 
that much greater danger due to traffic in transfers and the 
misuse of transfer privileges. 

“The cash register principle applied to fare collection on 
street cars is believed to offer the correct solution of this 
problem. As the result of several years of observation and 
experimental work, the fare recorder now used on the near- 
side cars in Philadelphia has been made not only to per- 
form the function of a cash register but also mechanically 
to compute and totalize the recorded resulis. : 

“The conductor’s written trip sheet is eliminated by this 
fare recorder, which delivers at the end of the day’s work 
an accurate and complete printed record of each conductor S 
transactions, the conductor's written report now being con- 


from the Massachusetts Railroad Commission recently of 
a route from Forest Hills to the Rhode Island State line. 

The roadbed and track will be constructed in accordance 
with the best steam railroad practices. The company plans 
to operate through multiple-unit cars or trains from Market 
Square, Providence, to the center of Boston, connection 
being made with the Boston Elevated Railway system at 
its Forest Hills terminal. The cars will probably be 
equipped for third-rail operation so as to permit their opera- 
tion into Boston over the elevated structure and through 
the Washington Street tunnel, in case suitable trafhe ar- 
rangements are effected. 

The line of the Boston & Providence road will be equipped 
with catenary trolley, block signals and telephone service. 
It is probable that the cars will have four motors each and 
be designed for a maximum speed of about 50 m.p.h. The 
length of the company’s line will be about 32 miles, all on 
a private right-of-way without grade crossings. The route 
extends from Forest Hills, Boston, through the Hyde Park 
district, Milton, Dedham, Westwood, Canton, Norwood, 
Sharon, Foxboro, Mansfield, North Attleboro and Attleboro 
to the State line. 

The right-of-way will probably be about 82% ft. wide. 
The line is to be about 24 per cent tangent track, and the 
maximum grade is to be 2 per cent. The sharpest curve 
will be one of 4 deg. About 40 per cent of the total 
curvature is planned for the Boston section of the line. 
South of Readville, which is in the Hyde Park district, 
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the sharpest curvature will be 1 deg. The road will be of 
double track throughout, with gravel ballast and rock fill- 
ing where obtainable locally. Eighty-pound T-rail will 
probably be used. 

The details of the electrical equipment have not yet been 
determined, and it has not been decided whether to purchase 
power for the operation of the road or to build a generating 
plant owned and maintained by the company. 

The distance between the centers of Boston and Provi- 
dence is about 43 miles, compared with 44.8 miles between 
the principal stations of the New York, New Haven & 
Hartford Railroad. Allowing for the time required to go 
to and from the steam railroad stations in each city it is 
estimated that the new road will provide faster service 
than its competitor. About fifty bridges will be required, 
the longest being 800 ft. long, at the crossing of the line 
with the Midland division of the New Haven system at the 
Neponset River in Milton. The estimated cost of the road 
is about $6,000,000, 


COMMUNICATION 
MAN FAILURE 


LouisvittE & NortTHERN Rattway & LIGHTING COMPANY, 


New Axpany, Inpv., Feb. 14, 1912. 
To the Editors: 

The editorial in your issue of Feb. 1o dealing with “Man 
Failure” as the common cause for accidents on the electric 
and steam railroads seems to me to be particularly oppor- 
tune. During the past few years a great deal has been done 
to eliminate all classes of accidents by the adoption of 
safety devices, by requiring strict obedience to stringent 
operating rules, by the employment of more intelligent men 
in good physical condition, and also by the endeavor to 
imbue in them a loyalty for the line on which they operate. 
While the results which have been achieved by those various 
means have certainly been far-reaching and have resulted 
in far greater safety to the traveling public, still it would 
seem that the maximum efficiency that can be practically 
obtained by these means has already been very nearly 
reached. It therefore seems opportune that at this time you 
should have brought to the attention of those responsible 
for the operation of electric railroads, both street and in- 
terurban, a phase of this problem which does not seem to 
have received the attention that it deserves. While the 
title “Man Failure” certainly expresses it, yet it only in a 
small way brings to mind the many causes that may lead up 
to this condition. 

It has no doubt been the experience of all operating 
officials that, while a man, from a purely mechanical point 
of view or from his knowledge of the operating rules, may 
be considered a very good trainman, this is no indication 
that he may be able to avoid accidents. In some cases it 
has been found that the best men, from the point of view 
of handling the equipment of their cars or from their 
knowledge of the rules, are among those who have the 
poorest record so far as accidents are concerned. It would 
therefore seem that something besides mechanical ability 
or the ability to understand and apply rules is necessary 
in order to insure that those on the cars are absolutely 
safe men. After very careful consideration of this subject 
there seems only one field to which we can turn to find 
out what this ability should be, and that is to the field of 
the psychologist; yet when we turn there we find that the 
men of science have overlooked the application of their 
knowledge not only to the field of railroading but apparently 
to all fields of industrial endeavor. Properly to protect the 
public from accident and the property for which we are 
responsible from financial loss we should be able, before a 
man is put in charge of either end of a car, to know as 
nearly as possible what would be his actions under the 
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emergencies that come up hour by hour in the operation of 
street and interurban electric railroads. Is this not a prob- 
lem for the trained psychologist? Would it not be advisable 
that a number of the large transportation companies of the 
country should together create a fund large enough so that 
this problem could be studied from a scientific point of view 
at some of the well-known universities, located at different 
parts of the country, which have given special attention to 
psychological investigation? Might not this result in the 
transportation companies being furnished with a series of 
tests that would tend to eliminate the men who are liable 
to fail in emergency ? 

Let us consider one of the important factors in the safe 
operation of city street cars, namely, that of conscious ob- 
servation. We are all aware of the simple fact that some 
people are more impressed by what they see than others; 
that one man looking into a store window for a few seconds 
may turn away and tell of seeing twice as many things 
as another who looked there for the same purpose and for 
exactly the same length of time. Applying this to the 
operation of city street cars, we find that when one man 
looks at the street scene before him he is consciously im- 
pressed by what he sees and prepares himself to meet any 
emergencies that may arise. On the other hand, another 
who consciously sees very little may overlook a little child 
who is playing on the sidewalk and the next moment may 
be under the wheels of the car. It would seem that the 
scientific investigator could devise practical tests so as to 
eliminate from our cars men who have poor powers of 
observation. Conditions are constantly arising in the opera- 
tion of street cars, particularly in large cities, where the 
question of time between the impression on the man’s brain 
and the action by his hands means accident or safety. 
His ability to think quickly and to turn his thoughts into 
quick action can, I believe, be determined in a scientific 
way by our trained psychologists. I make these suggestions 
as a humble seeker after knowledge and with very little idea 
as to how they can be accomplished. But I feel sure that the 
problem, which I am sorry to say, in comparison with 
European operation, seems to be a far greater one in Amer- 
ica, can be solved, as have been solved and are being solved 
the many problems that have come up and are coming up 
in the industrial life of the country. I therefore feel that 
in your editorial on “Man Failure” you have done a service 
not only to the public but to the operating officials of the 
electric and interurban railroad companies. These officials 
are responsible not only for the safety of their patrons 
but also to the investors in their properties. The latter 
have a right to expect that the value of their investments 
shall not be jeopardized by financial losses brought about 
by accidents which could have been avoided if the operating 
officials had applied tests designed by scientists to determine 
whether the trainmen were liable to “man failure” at the 


- eritical moment. 


Martin J. Insutt, General Manager. 


A contract has been placed for the construction of an 
electric railway, 17% miles long, for the city of Pachuca 
in the State of Hidalgo, Mexico. The first instalment 
will include four locomotives, two substations and the over- 
head equipment. Three-phase current will be furnished 
by the Mexican Light & Power Company at 6000 volts, so 
cycles. It will be transformed for trolley potentials of 
500 volts and 1000 volts direct current. This line will be 
employed for passenger traffic and for the transportation of 
silver ore. Another electric railway, which is being con- 
structed by the Pachuca Railway from Pachuca to the Real 
del Monte mines, a distance of about 12 miles, will be com- 
pleted shortly. The company, whose offices are situated at 
Tepejidel Rio, Tula district of Pachuca, has already de- 
cided to undertake considerable extensions of its hydro- 
electric plant, so that the 1500 hp now available for the 


mines may be increased to 7500 hp. 
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WESTINGHOUSE DYNAMOTOR-COMPRESSOR 


A short account was published on page 198 of the issue 
of this paper for Feb. 3 of the combination dynamotor- 
compressor built by the Westinghouse Electric & Manuf 
turing Company for the 1500-volt Piedmont R 
ther particulars of this machine are now 
tofore, on 1200-volt and 1500-volt direct- 
it has been customary to use 


ac- 
Fur- 
Here- 
current railways, 
two machines, one a high or 
low voltage motor for operating the compressor and the 
other a continuously running dynamotor for supplying cur- 
rent at half voltage (600 or 750 volts) for lights and con- 
trol and for the low-voltage compressor motor, if such w 


ailway. 
available. 


t Af as 
in use. The new machine pertorms all of these duties, and 
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Change-Over Switch 


as a result there is a saving of about goo Jb. in weight and 
there are fewer parts to maintain. 

In sections where the trolley voltage is 600 or 750 the 
dynamotor connections are changed by a canopy switch, so 
that the dynamotor becomes a compressor motor operating 
on one winding on half voltages and at normal speed, thus 
driving the air compressor at normal speed. Full air pres- 
sure is therefore assured on all interurban and city sections. 
The straight 1200-volt motor-driven compressors operate 
at only half speed when on the half-voltage sections of a 
road and are often incapable of delivering sufficient air. 

The dynamotor has two separate armature windings on 


Pneumatic Switch 
Upper Postion = 600 Volts 
Lower Posrtion =/200 Volts 


Control { ‘ 


Ground 


Ground 


Gals ‘ — 
SV SPOON" 


Wiring Diagram; Also Dynamotor and 


the same core, each connected to a commutator. When the 
dynamotor is connected across 1200 or 1500 volts the two 
windings are in series, so that each takes one-half of the 
trolley voltage. Each armature winding is in series with a 
field winding. A shunt field winding 1s connected across 


the leads of the low-voltage armature to maintain the speed 


approximately constant. 
Dynamotors of this type are made to drive compressors 
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of the D-2-L and the D-3-L sizes.. The cylinders are at an 
angle, and as splash lubrication is used their thorough 
drainage is secured. The compressor is connected to the 
motor shaft through a multiple-disk clutch, which is thrown 
into and out of engagement by an air-pressure governor. 
Hence the motor runs continuously. 

The switch for changing the dynamotor connections from 
those for 1500 volts to those for 750 volts (or from 1200 
to 600 volts) is also illustrated. This change-over switch 
is pneumatically operated and controlled by a canopy switch 
located in the cab. It consists of a single magnet valve 
and a pneumatic cylinder similar to those used on Westing- 
house switch groups. It carries a double pair of contacts 
which establish the proper dynamotor and auxiliary circuit 
connections. Normally this switch is held in the high- 
voltage position by a powerful spring, but when desired it 
can be held in low-voltage position by the admission of air 
to the pneumatic cylinder, In case of a failure of either 
air or electric power the switch automatically returns to 
the high-voltage position—the safe one at all times. 


TURBO-ALTERNATORS FOR SYDNEY, AUSTRALIA | 


The New South Wales Government Railways & Tram- 
ways, Sydney, Australia, has recently placed orders for the 
turbines for which specifications were published on page 
1146 of the Erecrric RatLway Journat for Dec. 2, 1911, 
in an article entitled “Electric Railway Improvements: in 
Sydney.” The tenders accepted for the two power houses 
on the system in Sydney cover the following: 

The Ultimo power house will receive one 5000-kw turbo- 
alternator, with an overload capacity of 7500 kw for two 
hours. This turbine will be of the impulse-reaction type, 
750 r.p.m., to be built by Willans & Robinson, Rugby, Eng. 
The alternator will be furnished by Dick, Kerr & Company, 
Preston, Eng. One turbo-alternator of 7500-kw continuous 
rating, 1500 r.p.m., for this station will be supplied by the 
General Electric Company, Schenectady, N. Y. 

The new White Bay power house will receive three 7000- 
kw turbo-alternators, with an overload capacity of 10,500 
kw for two hours. The turbines will be of the impulse- 
reaction type, 750 r.p.m., to operate at 175-lb. steam pres- 
sure and 200 deg. Fahr. superheat. They will be manufac- 


Change-Over Switch on Interurban Car 


tured by Willans & Robinson and have alternators supplied 
by Dick, Kerr & Company. ; 

“The Ultimo power house equipment originally consisted 
of four 8s0-kw Allis-General Electric direct-current, en- 
gine-driven units, to which were subsequently added three 
1500-kw engine-driven alternators by the same makers. 
These were followed by two 5000-kw Parsons turbines and 
one Willans & Robinson-Dick, Kerr set of the same output. 
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News of Electric Railways 


Electrification Out of Portland, Ore. 


William D. Fenton, counsel for the Southern Pacific 
Company, has recently issued a statement in part as fol- 
lows in regard to the plans of the company for electrifying 
its lines out of Portland, Ore.: 

“The Southern Pacific Company has decided to electrify 
its west side lines, now operated by steam from Portland 
as far south as McMinnville, and the estimated cost of this 
work approximates $1,600,000. Franchises have been se- 
cured at Forest Grove, Hillsboro and Newberg, under 
which the electrified lines will enter the heart of each ot 
these cities. At other points the present right-of-way will 
be operated, and such additional depot and station ground 
facilities acquired as may be necessary. 

“The company has a contract with the Portland Railway, 
Light & Power Company for ample power to operate these 
electric lines, and it is believed that when permission can 
be obtained from the City Council of Portland to electrify 
Fourth Street, and a franchise is obtained to construct a 
track on Jefferson Street, the work of electrifying the entire 
mileage to McMinnville, on both lines, can be completed 
in twelve months. The company, however, cannot proceed 
with any part of this work outside of Portland until the 
Council has granted the necessary permission to electrify 
Fourth Street, and has passed the necessary franchise for 
construction of track on Jefferson Street. With that end 
in view, an ordinance has been prepared and printed pro- 
posing to amend the old ordinance under which the com- 
pany is now operating its steam traffic on Fourth Street. 

“By the terms of this ordinance the company is willing 
to accept an amendment to the existing ordinance which 
shall prohibit the operation of steam motors or locomotives 
on Fourth Street, prohibit the movement of freight and 
limit the right of the company to the transportation of pas- 
sengers, mail, baggage and express only. This will require 
the company to move its freight traffic on its west side 
lines through Oswego and over the Oswego bridge into 
East Portland. All traffic of every kind will be moved by 
electricity, and steam locomotives will not be used on the 
west side lines north of McMinnville. 

“Of course, it must be apparent that the electrical devel- 
opment to McMinnville of these west side lines cannot stop 
at McMinnville, and while the present appropriation pro- 
vides only for construction to McMinnville, it must logically 
follow that the electrification must be extended to cover the 
entire west side mileage, taking it to Corvallis and all inter- 
mediate stations now served by the west side lines. When 
the electrification shall have reached Corvallis, it is apparent 
that the gap between Eugene and Corvallis must be closed, 
with the result that the entire west side, from Portland to 
Eugene, must be served by an electric through line, with 
connection to all of the important cities and towns on the 
west side of the Willamette River.” 


General Bancroft on Boston Subways 


At a hearing on Feb. 7, 1912, on various bills for addi 
tional subways in Boston, W. A. Bancroft, president of the 
Boston Elevated Railway, opposed further present develop- 
ments, submitting the following statement of the company’s 
position: 

“Our understanding last year was that if we would take 
a lease of the subways provided for by the Legislature we 
should not be asked to undertake anything more at present. 
These subways will represent an investment of $15,000,000. 
We have not lagged behind in furnishing transportation. 
When we undertook the management of the street railways 
in 1898 the investment in round numbers was $25,000,000. 
Since then the gross revenue has increased only about 83 
per cent, and our investment has not only doubled and 
trebled but more than trebled. In other words, while the 
gross revenue has increased only 83 per cent the investment 
which we support has increased over 300 per cent, and that 
is not all. We have under construction extensions which 
will cost more than $20,000,000, and further than that, the 
cost of the subways authorized by the acts of last year, 


which we have to support, will cost $15,000,000. In other 
words, we are now under obligation to support the invest- 
ment either of the city or our own of a sum amounting 
to $122,000,000, or an investment 380 per cent greater 
than that which we found when we came here in 1808, while, 
as I have said, our gross earnings have increased only 
83 per cent.” ; 

He then analyzed the various subway projects, including 
the Chelsea tunnel, the Grove-Hall subway, the Hunting- 
ton Avenue subway, the Dorchester tunnel and other pro- 
posed plans which he considered unnecessary at the pres- 
ent time. He also questioned the feasibility of a popular 
attempt to determine a so-called general plan of rapid tran- 
sit development and stated that a systematic plan has been 
followed in the construction already completed and au- 
thorized. The return to the investor in the company’s se- 
curities is only about 5 per cent, and there is a limit to the 
capability of private ownership to assume additional bur- 
dens in the face of those already being borne. Closing, he 
said that residents of particular localities who present bills 
of purely local interest to the Legislature cause many diff- 
culties once a general plan is adopted. 

The committee voted to refer all subway bills to the 
Legislature of 1913. 


Progress of Negotiaticns in Toledo 


Several important points in the proposed new franchise 
for the Toledo Railways & Light Company have been 
decided by City Solicitor Schreiber and Attorney Rathbun 
Fuller, representing the company. In regard to the ex- 
tent of control the city should have over the operation of 
cars, City Solicitor Schreiber proposed that if a sliding 
scale of fare be adopted the city have absolute control of 
the service. On the other hand, if a fixed rate of fare 
be adopted the city have control with the condition that 
all disagreements between city and company upon this 
matter be submitted to arbitration. On Feb. 8 Attorney 
Fuller agreed to this mode of control. 

The question of carrying the mails will be left until an 
investigation has been made as to what rights the city 
has relative to carrying mails on the local cars. Under 
an agreement reached at this conference, passengers will 
be allowed to carry hand baggage and parcels without 
charge and such other baggage and parcels as Council may 
from time to time prescribe. 

At the conference on Feb. 7, 1012, an agreement was 
reached to the effect that the company may operate trailers 
primarily for the accommodation of those who wish to 


smoke. Each trailer is to be manned by a conductor and 
only one trailer will be allowed to each motor car. At- 
torney Fuller stated that the company cannot operate 


trailers with any financial advantage to itself, but that there 
was a demand for such cars and he was willing to agree 


_to their use. 


It has been agreed to permit the company to operate 
freight cars after the consent of the city has been obtained 
and to give Council the right to name the hours when the 
freight cars shall be run over the city tracks and the kind 
of freight to be handled. 

The negotiators met with an obstruction in the propo- 
sition to give the city the right to require that cars be 
removed from service and be replaced by others of im- 
proved type. Mr. Schreiber proposed that the extent of 
the city authority in this direction be subject to arbitration, 
but Attorney Fuller would not agree to this until he had 
had an opportunity to consult with the officials of the com- 
pany. 

Tt was agreed that the company shall remove snow from 
the space on which it pays for pavement and shall also 
sprinkle this space through the summer months. The right 
of the city to name the stopping places, superintend the 
lighting and heating of cars and select route signs and 
signal bells was agreed to. 

Attorney Fuller agreed that the company should keep 
its equipment on the street in good repair, but objected to 
the city having the right to say how often anv of this 
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equipment shall be renewed. It was finally agreed to vest 
the city with this right, but when the company considers 
any order or request unreasonable it is to be submitted to 
a board of arbitration. 

Data were gathered in Toledo recently from which a 
plan will be worked out for reorganizing the company. 
The committee which has this matter in charge will meet 
in New York on March s. : 


Application for Bridge Railway Rights Denied 


The application of the Manhattan Bridge Service Com- 
pany tor a certificate of public convenience and necessity 
for a street railway across the Manhattan Bridge, New 
York, trom the western end of that bridge to the inter- 
section of Flatbush Avenue Extension and Fulton Street, 
Brooklyn, was denied by the Public Service Commission 
on Feb. 10, 1912. Commissioner William McCarroll, who 
wrote the opinion in the case, said in part: 

“On July 12, 1910, the commission granted a certificate 
of convenience and necessity to the Manhattan Bridge 
Three Cent Line which not only included the bridge but 
extended in Manhattan to the North River and in Brook- 
lyn for a considerable distance east of the intersection of 
Flatbush Avenue Extension and Fulton Street. As was 
stated in the opinion of the commission in that case, the 
Manhattan Bridge should be used as a thoroughfare ex- 
tending from the North River to Prospect Park and beyond, 
and, so far as possible, traffic terminals should be prevented 
at the bridge ends in order that through traffic may be 
maintained without interruption. 

“It is true that the Manhattan Bridge Three Cent Line 
has not yet constructed its road and that no cars are being 
operated over the bridge, but recently there has been pre- 
sented to the commission an application by the Brooklyn 
& North River Railroad. The route proposed by this com- 
pany is from the North River over the Manhattan Bridge 
to the intersection of Flatbush Avenue Extension and Ful- 
ton Street. in Brooklyn. This company purposes to inter- 
change transfers with intersecting lines of other companies 
and to furnish in connection with its through service a local 
bridge service substantially similar to that proposed by 
the Manhattan Bridge Service Company. 

“Under these conditions it does not seem that public 
convenience requires the construction of a separate and 
independent railroad for a strictly local bridge service. 
That service can be furnished equally well in connection 
with a through service, which, especially in view of the free 
transfers to intersecting lines, is of great public im- 
portance. Moreover, not only can the city deal more effi- 
ciently and conveniently with one company than with 
several. but it is obvious that a single company can render 
the service more economically than can several companies, 
with the necessary duplication of plant. equipment and 
overhead charges, and it is this matter of cost of service 
that is of vital concern to the public because upon it de- 
pends directly the question of reasonable rates and charges. 

“Should it appear hereafter that the local service on the 
bridge rendered by the company operating through cars is 
for any reason inadequate or unsatisfactory, the commission 
would doubtless entertain an application for a certificate 
of convenience and necessity by a company organized for 


such local operation.” 


International Safety Congress.—An International mane 
Congress to study the problems of industrial hygiene anc 
accident prevention will be held in Milan, Italy, May eo 
The American committees include the presidents of sev era 
prominent railroads and industrial companies, representa- 
tives of the institutes of electrical engineers and ea ie 
engineers and others. William H. Tolman, bag eae a 
seum of Safety, 290 West Thirty-ninth Street, ee te: 
N. Y., is chairman of the American committee. ibe 
papers will be presented by American eee an ee 
them will be a paper on the safety devices and a er, 
ployed by electric railways in America, - be contribu ae . 
H. C. Donecker. secretary-treasurer of the American Ele 
tric Railway Association- 

Commission to Inquire Into 


Governor Tener of Pennsylvania ha 
gentlemen to constitute a commission 


Accidents in Pennsylvania.— 
a has named the following 
to inquire into the 
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Causes and results of accidents on street railways and in 
industrial plants, etc., and recommend proper methods of 
safeguarding against accidents: David A. Reed, Pittsburgh, 
attorney; J. Barry Colahan, Philadelphia, attorney; William 
Morris, of the Lehigh Valley Coal Company, Philadelphia; 
Francis Feehan, former district leader of the United Mine 
Workers of America in the Pittsburgh district; John J. 
Cashing, rod millroller; George C. Hextzel, textile manu- 
facturer, Philadelphia, and Francis H. Boheln, professor 
of torts in the law school of the University of Pennsylvania. 
Prof. Boheln will be secretary of the commission. 

Report of Indiana Commission.—The State Railroad Com- 
mission of Indiana has sent ‘its sixth annual report to the 
printer, The report shows that there are 2601 miles of 
interurban railway in the State, operated by companies 
capitalized at $17,895,000. The dividends paid last year 
amounted to $431,200. The funded debt of the companies 
amounted to $20,439,000, The total operating revenue for 
the year was $14,127,895 and the total operating expenses 
$8,356,076. The report points out that block signals and 
a more nearly perfect system of dispatching have been 
installed on some of the high-speed roads and that others 
are preparing to make similar installations. All of the 
roads have complied with the commission’s orders to em- 
ploy experienced motormen and have installed separate 
compartments for motormen. The report is for the year 
ended June 30, Iori. 


San Francisco’s Municipal Street Railway.—Although the 
cable in use on the Geary Street, Park & Ocean Railroad, 
San Francisco, Cal., was due to break about Feb. 15, 1912, 
the supervisors of San Francisco declined to join with the 
company in purchasing a new rope, the public utilities 
committee declaring that the equipment would not pay 
for itself in the short life which remains to the road as a 
cable system. The public utilities committee has recom- 
mended that $894,000 in bonds remaining from the $2,080,- 
000 original issue be sold, so that the work on the municipal 
street railway can be completed. The supervisors have 
received a proposal from Frederick W. Knower, San Fran- 
cisco, to lease the completed portion of the municipal road 
in the Richmond district, to be operated by electricity in 
conjunction with the cable road pending the time when 
the city would assume operation of the entire system. 


Power Supply Question in Cleveland—The committee 
on street railways of the Cleveland City Council has re- 
fused to approve Street Railway Commissioner Witt’s plan 
to have the Cleveland Railway build a new power station. 
Chairman Haserodt of the committee feared that the money 
for the new plant would be taken from the $2,500,000 pro- 
vided for cars and extensions. He suggested that current 
should be obtained from the power houses at Niagara. 
Mr. Witt suggested that the Cleveland Electric Illuminating 
Company should be required to furnish current to the 
Cleveland Railway at cost plus 6 per cent on the invest- 
ment until the railway company’s power house was com- 
pleted. He said that the rate for power proposed by the 
Iluminating Company would give a profit of 18 per cent. 
Mr. Witt also said that the matter of insuring power was of 
paramount importance as new cars were of little use if 
there was not sufficient power to operate them. 


Fire in Chicago.—The storehouse of the Chicago (IIl.) 
Railways at the Kedzie Avenue shops in Chicago was dam- 
aged by fire and water on Feb. 9, 1912. The fire was dis- 
covered at 4 a. m. The building is of mill construction 
without a sprinkler system, and although $300,000 of stock 
was stored in the building the loss is not expected to ex- 
ceed $50,000. The storehouse is a three-story brick building 
about 4o ft. x 60 ft., with wooden floors, floor joists and 


columns. Tt contained the entire stock of smaller materials 
used in city car repair, except the glass and paint. The 
stockroom is fireproof, having steel shelving and bins. The 


fire originated in the ceiling over the second floor and 
followed the wooden columns to the third floor. The stock 
in the adjacent bins was damaged, but that in the next tiers 
of bins was uninjured except from water and steam. The 
loss was increased owing to the large amount of expensive 
electrical apparatus and repair parts which were stored 
on the second and third floors, 
Examination for Examiner, New York Public Service 
Commission —Under the State civil service rules competi- 
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tion is offered for the position of examiner, division of sta- 
tistics and accounts, Public Service Commission, Second 
District. The position is open to men only and the salary 
is $1800 and expenses when engaged in field work. It is 
desired to secure a list of eligibles between the ages of 
twenty-five and thirty-eight, with practical experience in 
corporation accounting in one or more of the following 
fields: (a) steam railroads; (b) street and electric railways; 
(c) electric and gas corporations; (d) telephone and tele- 
graph corporations. Separate eligible lists will be established 
for these groups, and the applicant should indicate the 
group in which he desires to be included. Collegiate training 
in accounting or economics is not essential, but will be con- 
sidered a useful qualification. Candidates must be able to 
conduct an independent audit of the books of a corporation 
subject to the jurisdiction of the commission. No written 
examination will be required. Persons who desire to enter 
this competition must file formal application blanks in the 
office of the State Civil Service Commission, Albany, N. Y., 
on or before Feb. 24, 1912. Application blanks will be sent 
upon request. ; 


Annual Ball of Metropolitan Street Railway Association. 
—On the evening of Wednesday, Feb. 7, 1912, the Metro- 
politan Street Railway Association, consisting entirely of 
employees of the New York (N. Y.) Railways, held its 
annual ball at the Harlem Casino. Frank Hedley, vice- 
president and general manager of the New York Railways 
and president of the Metropolitan Street Railway Associa- 
tion, made a brief address of welcome in which he men- 
tioned the fact that out of about 7000 employees of the 
company more than 4500 were members of the association; 
that the latter had about $58,000 in cash and securities in 
its treasury, and that the association was generally in a 
prosperous condition and was growing in membership 
and in the scope and usefulness of its work. In so doing 
it was justifying the foresight of its founder, H. H. Vree- 
land, who organized it fifteen years ago. Mr. Hedley 
urged the men to remember that the observance of courtesy 
in their relations with the public, even under trying cir- 
cumstances, made the satisfactory performance of their 
duties easier of accomplishment. After a well-arranged 
vaudeville entertainment the floor was cleared for the 
grand march and for dancing. T. P. Shonts, president of 
the New York Railways, with almost his entire staff of 
officials, was present. More than 4000 members of the 
association attended. 

Dinner to Retiring -New York Officials—The Deporta- 
tion Club of New York gave a beefsteak luncheon on Satur- 
day, Feb. 10, 1912, to three retiring officials of the New 
York Railways Company, H. H. Adams, J. R. C. Arm- 
strong and Alfred Anderson, who have been respectively 
superintendent of rolling stock and shops, electrical engi- 
neer and purchasing agent of the company. It is some 
time since a meeting of the Deportation Club has been held 
in New York, but as its functions have been confined 
entirely to extending a parting greeting and best wishes 
to railway men who are seeking other fields, and possibly 


also because there were three guests on this occasion, about | 


eighty members of the club were present at the gathering, 
which took place at Reisenweber’s Hotel. The toastmaster 
was W. O. Wood, president of the New York & Queens 
County Railway, who, with the guests of honor, sat at the 
head table. Owing to the fact that the names of the 
retiring officials began with the first letter of the alphabet 
there was a rumor that radical changes were to be made in 
alphabetical order in the officials of all of the New York 
transportation companies. But this did not worry the toast- 
master, who called upon a number of those present to ex- 
press accurately their appreciation of the ability, accom- 
plishments, amiability, attractiveness and abstemiousness 
of the three A’s in attendance. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


NEW YORK 


A bill has been introduced in the Senate to extend for 
three years the time within which the Tuscarora Traction 
Company is to begin the construction of its proposed line. 
This measure has been referred to the railroad committee. 
A similar bill has been introduced in the Assembly. A bill 
has been introduced in the Senate to amend the railroad 
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law by reducing from thirty days to twenty days the amount 
of notice which must be given to a street railway to make 
repairs to the streets between its tracks before the local 
authorities make the repairs at the expense of the corpo- 
ration. A bill has been introduced in the Assembly to 
amend the railroad law by providing that a street railway 
may be constructed or extended upon a route or routes 
with right-of-way not exceeding 50 ft. in width to Pelham 
Bay Park, New York City. The routes are to be designated 
hy the Board of Estimate and Apportionment of New York 
City with the approval of the Park Board. 


MASSACHUSETTS 


The committee on metropolitan affairs has voted against 
submitting any legislation at the present session on behalf 
of additional subways and tunnels in Boston. At a hearing 
last week President Bancroft of the Boston Elevated Rail- 
way protested against any immediate increase in the 
financial burdens which the company is now carrying on 
subway and tunnel accounts. President Bancroft’s protest 
is referred to at length elsewhere in this issue. The com- 
mittee has referred the bills which provide for extension 
of the authorized Dorchester subway to the next Legisla- 
ture. Leave to withdraw was voted on a House bill to 
extend a subway from Dudley Street to Grove Hall, Rox- 
bury. Four bills relocating the westerly terminal of the 
30ylston Street subway have also been adversely reported 
and the committee’s conclusion accepted by the Senate. 
30th branches have accepted an adverse report upon House 
Bill 427, as a result of which the Boston & Eastern Electric 
Railroad may not erect permanent surface structures in 
Boston.. The committee has also been sustained by the 
House in an adverse report upon each of the bills to provide 
for the removal of the elevated structure in Washington 
Street, Boston, and to determine the cost of such work by 
the Boston Transit Commission. The House has rejected 
bills which would provide for the maintenance of drinking- 
water facilities on street cars, and both branches have ac- 
cepted the adverse report of the committee on street rail- 
ways relative to the carriage of pupils of business schools 
at half fare. A bill has been introduced by petition of 
Mayor Fitzgerald of Boston to provide for the construction 
of a tunnel by the New York, New Haven & Hartford 
Railroad and the Boston & Maine Railroad between the 
North and South Stations at Boston. Electrical operation 
of trains is specified. Hearings will be given on Feb. 29 
at Boston upon the several bills now before the Legislature 
to require the electrification of steam railroads at Boston 
within the next few years. A bill has been introduced upon 
petition of the Massachusetts Street Railway Association 
to amend the law relative to pole and wire locations of 
street railways. The amendment provides for a three days’ 
notice of a public hearing in case of a proposed pole loca- 
tion, with no requirement of notice in case the abutting 
owner assents to the petition for a pole change or location. 
The bill also provides that no permit for cutting or other- 
wise interrupting the continuity of the wires of a street 
railway in a public way or place shall be issued for the 
convenience of any private person without giving forty- 
eight hours’ notice to the company owning such wires and 
without providing for the expense of cutting or otherwise 
taking down or restoring such wires, which expense, in case 
of disagreement between the company and the party holding 
the permit, is to be determined by the wire commissioner. 


PROGRAM OF ASSOCIATION MEETINGS 


Iowa Street & Interurban Railway Association 


The Towa Street & Interurban Railway Association and 
the Towa Electric Association will hold their annual con- 
vention at Des Moines, Ia., April 24, 25 and 26, 1912.. Prep- 
arations are being made to take care of 400 to 500 delegates. 
In connection with the convention, the Des Moines Elec- 
trical Company will hold its first electrical show in the in- 
terest of association delegates and the public. The Greater 
Des Moines Club has arranged to place the Coliseum at the 
disposal of the associations for the convention Week, a Gh 
Willoughby, who has had charge of similar shows in Illi. 
nois for the McKinley interests, and W. H. Thompson, gen- 
eral manager-of the Des Moines Electric Company. will 
have charge of the exhibition in Des Moines. 
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Financial and Corporate 


Stock and Money Markets 


; Feb. 14, 1912. 

Trading on the New York Stock Exchange to-day was 
somewhat lighter and the movement of prices was narrower 
than for the previous day. There was a general rise in 
prices in the early hours, but the subsequent reaction wiped 
out most of the gains which had been made. Interborough- 
Metropolitan issues were up one point in the common and 
two points in preferred at the close of the day as a result 
of Progress reported to have been made toward an agree- 
ment with the city in regard to the construction of addi- 
tional subways. Quotations for loans to-day were: Call, 
2%4@2¥ per cent; sixty days, 244@3 per cent; ninety days, 
234@3 per cent; six months, 3@3% per cent. 

In the Philadelphia market Philadelphia Electric issues 
were in evidence and several transactions were reported in 
t.-G. Brill shares at 17. 

In the Chicago market trading was moderate but was 
characterized by slightly improved prices. 

In the Boston market the most important happening, per- 
haps, was the demand for New Haven shares. 

In the Baltimore market United Railways shares were in 
demand and fractionally higher. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


E = Feb. 7 Feb. 14 
American Brake Shoe & Foundry (common)......... a9syy a9sy 
American Brake Shoe & Foundry (preferred)........ al37 al36% 
American Cities Company (common)................. 26% 2934 
American Cities Company (preferred)............... 78 80% 
American Light & Traction Company (common)..... a290 a300 
American Light & Traction Company (preferred) ....a107 al07 
Ameecan Masbways Company «..... <<. 2... ccecnscs a45 
Aurora, Elgin & Chicago Railroad (common) *391%4 
Aurora, Elgin & Chicago Railroad (preferred)....... 84 *84 
ee Sn ee re al32 al32 
Boston Suburban Electric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred).... 74 74 
Boston & Worcester Electric Companies (common).... al2% al2% 
Boston & Worcester Electric Companies (preferred)... a58 a58 
Brooklyn Rapid Transit Company................... 78 77% 
Capital Traction Company, Washington.............. al2334 al23% 
Ber IN TET 3 by os ve non 5 own ss ene seeder de cies al90 a190 
Chicago Elevated Railways (common)............... a36 a36% 
Chicago Elevated Railways (preferred).............. a95 a94 
Chicago Railways, ptcptg., ctf. 1.....-..--...-5265. al103 al01 
Cieore Rallweys, plepir., ctf. 2.....-..--5.0-e ec ees a36 a36 
Chicago Railways, pteptg., ctf. 3.... 222-2 - ces eceee al0% all 
Citcage Railways, picpte., ctf. 4:.....-.2.--22.ee ene a534 a6 
Cemeatie itees Ratway . 6 ce ee ow cone ete e ee cae al30% al31 
ee ee eee ee al06 al30% 
Cleveland, Southwestern & Columbus Ry. (common).. a4 *4 
Cleveland, Southwestern & Columbus Ry. (preferred)... *33 * 35 
Columbus Railway & Light Company a80 a80 
Columbus Railway (common).........-- a80 
Columbus Railway (preferred).......---- 3 al00 
Dayton Street Railway (common)........-----+-+++++- a25 
Dayton Street Railway (preferred)........------+++- al01 
Denver & Northwestern Railway.....-.-...-++-+++++ 137 
Detrort Writed Railway... .ccccsc ccc rc ccesscennes 70 
General Electric Company .....-.---+-----++eeceeter? 157 
Georgia Railway & Electric Company (common)...... al74 174 
Georgia Railway & Electric Company (preferred).... a87 a88 
Interborough Metropolitan Company (common)...... 17% 17% 
Interborough Metropolitan Company (preferred)..... a55% 520% 
International Traction Company, 4% notes, rcts....-- 75 75 
Indiana Union Traction Company....---+-++++++ seers a9 9 
Kansas City Railway & Light Company (common).... a22 a22 
Kansas City Railway & Light Company (preferred)... a52 a52 
Lake Shore Electric Railway (common)..-....-------+ a7 3 7 
Lake Shore Electric Railway (1st preferred)........ a90 ee 
Lake Shore Electric Railway (2d preferred).....---- - cana 
Manhattan Railway ........-- EE I al al38% a aa% 
Massachusetts Electric Companies (common).....---- 205% pr 
Massachusetts Electric Companies (preferred)...----- ada ot 
Metropolitan Street Railway, New. A ee POC SF. 8 a 
Milwaukee Electric Railway & Light (preferred).... gy 
Norfolk Railway & Light Company....----+++++-+++0* ae Feu 
North American Company ......--2----+-ercerterses als Ay a 
Northern Ohio Light & Traction. Company (common) a60_° pone 
Northern Ohio Light & Traction Company (preferred) iat a ve 
Philadelphia Company, Pittsburgh (common)....--.+- cg 44494 
Philadelphia Company, Pittsburgh (preferred)....-- oe ate 
Philadelphia Rapid Transit Company...-----++++0+s++" a tds, oe 
Portland Railway, Light & Power Company....+-++++- 109 4 2108 4 
Public Service Corporation....---+s-erreetrerrrrees eee tai 
Seattle Electric Company (common)...------+++++++ ahs: nage 
Seattle Electric Company (preferred) ...++eseeeeeres a ret: roe 
Third Avenue Railway, New York....---++e+es+000° 41% AS 
Toledo Railway & Light Company....-----+++r+seers 106 4 mr tg 
Twin City Rapid Transit, Minneapolis (common)....a 200, 2014 
United Ry. & Electric Company (Baltimore) .....++-+ ot ai 
United Rys. Inv. Co. (common)....+-++++eerereeree 60% 6414 
United Rys. Inv. Co. (preferred)....---++-++++; we re | a 
Virginia Railway & Power Company (common)... . 58754 488 
Virginia Ra,ilway & Power Company (preferred). ... #773 a504, 
Washington Ry. & Electric Company (common ) Me eg 021 19254 
Washington Ry. & Electric Company (preterred).... a92/4 8 

ast Bnd Street Railway, Boston (com:non)...-.-.- a88 a88 
West End Street Railway, bos Seated ye. . al01% al02% 
West End Street Railway, Boston (preterred).. oi a72 
Westinghouse Elec. & Mig. Cow cesses sere eersceees aaa al19% 


Westinghouse Elec. & Mfg. Co. (Ist pref.)...-+--++-> 


*Last sale. a Asked. 
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ANNUAL REPORT 


Northern Ohio Traction & Light Company 


The income account of the Northern Ohio Traction & 
Light Company for the year ended Dec. 31, I91I, com- 
pares with the previous year as follows: 


Year Ended Dec. 31: 


rat n¢ 1910. 1911. 
OS ae GATULIT LS tires ere st etacalinys ale wuravereialeceasieleieieters $1,437,426 $2,694,024 
Operating expenses and taxes............00- 1,348,963 1,492,526 
NSC R BATT N Che She cerns emteruarce aera aes 1,088,463 1,201,498 
Interest on bonds and collateral trust notes. “ "521,069 Pe ‘ 
Available for company’s uses..........e.+06 $567,394 $670,466 
UNI EO OS Wetcr ct tastet taser incis ic conte ee 225,000 292,500 
Balance surplus for years ended Dec, 31.... $342,394 $377,966 
Dticnlus) on Deo; $1, 1909 andi 1910... 0.0 a0 947,166 1,074,812 
Total murplon: D6G,.:3le dy cave ceneou cde $1,289,560 $1,452,778 
Charged for depreciation, reconstruction, dis- 
count on bonds, preferred stock, etc....... 214,748 294,866 
Balance: stirplus,. Dec, Slscccjecares sensi ere $1,074,812 $1,157,912 


The details of earnings and expenses for the two years 
are as follows: 


Earnings. 1910. 1911. 
PIASSETIGCIS aimietes rein si nlsivisie’atsrelols ete eiidlereeine oirie $2,080,136 $2,267,986 
Met hia PPO WEN airrraia) ereicieleivte’s/e)mlelsvele rs afters? 204,434 8,005 
Car mileage... ..........6. b ahe apoliatelpialeten cies atte 4,421 4,643 
TEIN CEtCs caaines sre es easises Shoe ones 67,422 73,394 
MPARIES Pan tiarcte grt ene creme baie erteerate eee Secets eis 70,309 67,819 
Trterest amd: GisGormiit .:s.cta « 2 e,sleieis.e 4 lvsleceys sale. 5,496 6,719 
Mipeellaneous.e sie sists aie) ate steele siareihase aimee a hs 5,208 5,458 

DOtaeele ira oficatsccioistwcleinti ee esis sphere sj sexieustore $2,437,426 $2,694,024 

Expenses. 

Maintenance way and structures........... $174,326 $191,808 
Maintenance lequipmentsarc. ce. alltel lee ee 212,20 222,913 
Operation power plants........ SDOMCGOTOOEd +e 291,590 337,635 
Condteting’ jiransportation\ arate «<ieraelaas st 399,231 429,066 
Gemeraleens cite racers ci tatteta steriaiad cons eran anette wae 27 1,079 311,104 

UG Celia pews teres nie ales asietatekapatercrsicie rs aielaze aia $1,348,963 $1,492,526 

ING Feacrirn esas srlererevacovets.e mtols a atstana arelatey eters 1,088,463 1,201,498 


H. A. Everett, the president, says in part in his report 
to stockholders: es. 

“The gross revenue for the year ended Dec. 31, 1911, 
shows an increase of 10.5 per cent as compared with the 
previous year. 

“The operations of the system as compared with the year 
1910 show: 


Earnings. 1910. 1911. 
Average mileage in operation....... Rieisvatcherse eine T eu 215.76 
Gross earnings per mile.......... oie Shale, ometers 10,376.36 11,244.06 
Net earnings per mile....... Dood oogon Bocone eye) 4,888.07 
Ratio of expenses to earnings........ ester 55.34 55.40 


“The total expenditure for additions and improvements 
(including what has been expended on our new power sta- 
tion, additional right-of-way and real estate) was $997,019, 
divided as follows: Track and roadway, $156,562; power 
houses, carhouses, etc., $407,353; cars and equipment, $170,- 
202; real estate and right-of-way, $211,582; general ex- 
penditures, $153; light department, $51,167. 

“Twenty-five additional cars, including equipment, were 
added to the service during the fiscal year. 

“Tn the Beach Street power house in Akron the follow- 
ing additional equipment has been installed: One 2500-kw 
Curtiss turbo-generator, one 1000-kw motor generator, one 
75-kw motor generator exciter, one 600-hp Babcock & Wil- 
cox boiler, one 550-hp Stirling boiler, one 75-hp a. c. motor- 
driven condenser pump. 

“We are aiso extending our high-tension line from the 
carhouse at Canal Dover to our power station at Midvale 
and installing at this point a 500-kw rotary converter; when 
completed this will replace the present steam plant, which 
has become obsolete. This substation will be operated 
from our present Canton power plant. ; 

“We have under construction at the present time a new 
power station which will have a capacity of 30,000 hp of 
steam turbo-generators, and in addition to the steam plant 
we are installing a hydroelectric plant with a capacity of 
2500 hp. These plants are located on what is known as the 
Gorge property, about 3 miles north of the center of the 
city of Akron. We are also installing substations and high- 
tension lines to take care of our requirements. 

“In connection with the hydroelectric plant we are con- 
structing a 60-ft. dam in the Big Cuyahoga River, ated 
point about a quarter of a mile from the location of our 


new steam power plant. ne 
“The company has purchased an additional tract of land. 
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in South Akron containing about five acres, making the 
total amount secured at this location thirteen acres, upon 
which it is planned to construct modern carhouses and 
shops. 

“A very desirable property in the city of Akron has also 
been secured for a terminal station, and plans are now 
being prepared for its construction, this being for the pur- 
pose of handling our passenger and freight business and a 
location for our general offices. 

“In the light department we have completed placing our 
wires underground in the business section of the city of 
Akron, and have increased our overhead lines by extend- 
ing them to various parts of the city in order to keep 
pace with the demands for light and power. 

“Since the creation of the pension fund on April 1, 1910, 
for the benefit of employees $11,143 has been set aside out 
of the earnings of the company to the credit of said fund. 
There has been disbursed $5,064, leaving a balance on 
Dec. 31, 1911, of $6,079. 

“A pension board of seven members has been established, 
consisting of the president, vice-president, general man- 
ager, general superintendent and three employees of the 
company, who have full charge of the fund and its distri- 
bution, At present there are eight employees drawing 
regular monthly pensions and in addition various amounts 
have been and are being paid out to employees for partial 
disability. 

“The charging from the income account of $100,000 for 
depreciation has been continued, making a total to the 
credit of this fund on Dec. 31, 1911, of $500,000. 

“At a regular meeting of the board of directors held on 
Jan, 21, 1911, dividends at the rate of 3 per cent per annum 
were declared payable quarterly. At a meeting held on 
Nov. 24, 1911, it was deemed advisable by your directors 
on account of the increased earnings to place the last 
quarterly dividend on a I per cent basis instead of three- 
quarters of r per cent. At the same meeting the dividend 
for the year 1912 was declared at the rate of 4 per cent per 
annum payable quarterly at the regular dividend periods. 

“For the purpose of providing funds for future improve- 
ments and extensions, the stockholders at a meeting held 
at the general office of the company on March 27, 1911, 
authorized the issue and sale of $3,000,000 of 6 per cent 
cumulative preferred stock, $1,000,000 of which has been 
sold, and it is the intention to dispose of the balance of 
said issue as our requirements demand, the same to be 
offered to the stockholders of record in proportion to their 
respective holdings at such price as shall be authorized by 
the Public Service Commission of Ohio. 

“The company has 1143 stockholders of record, an in- 
crease of 358 over the previous year.” 


Annual Meeting of Detroit United Railway 


At the annual meeting of the stockholders of the Detroit 
United Railway, held on Feb. 6, 1t912, the directors of the 
company were all re-elected, and they in turn re-elected 
the officers. The reports show a satisfactory increase in 
all items, with the exception of net income, which was re- 
duced by the payment of a 5 per cent dividend, amounting 
to $650,000. The net income appears in the report as $282,- 
783 less than in 1910. The surplus showed an increase of 
$558,176; passenger earnings, $837,436; gross income, $933,- 
958, and gross assets, $2,381,003. The operating expenses 
increased $598,976. 

At the regular meeting of the City Council on the evening 
of Feb. 6, 1912, Alderman Vernor introduced a resolution 
intended to compel the company to clean its cars more 
often. He also announced that he had requested the city 
solicitor to prepare an ordinance to require the company 
to operate a sufficient number of cars over each line to 
accommodate passengers comfortably. To this end he 
asked the Aldermen to count the cars passing a given 
point at certain hours of the day and note those in which 
twenty-five or more people were standing. 

A report recommending the enactment of an ordinance 
to tax freight and express cars $10 for each trip through 
the city has been signed by four members of the committee 
on judiciary. The ordinance had been introduced some 
time before, and the promotion committee of the Board of 
Commerce had protested against such a tax. 
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Corporation Counsel Lawson has given the City Council 
a verbal opinion that a special election may be held in June 
to vote upon the question of a general revision of the city 
charter and at the same time elect a charter commission. 
He would rather that the matter be taken to the Supreme 
Court for decision, so that any election which is held will 
be legal. 


Brooklyn (N. Y.) Rapid Transit Company. — Henry 
Evans, president of the Continental Insurance Company, 
New York, N. Y., has been elected a director of the Brook- 
lyn Rapid Transit Company and of the Brooklyn Heights 
Railroad to succeed Gov. Eugene N. Foss of Massachusetts, 
resigned. 

Central Pennsylvania Traction Company, Harrisburg, 
Pa.—The Central Pennsylvania Traction Company has an- 
nounced a scrip dividend of $1 per share. In a circular 
to the stockholders the following statement is made: “It 
was resolved, at a meeting of the board held on Jan. 18, 
1912, that a call should be made for an instalment of $1 
per share upon the company’s capital stock, to be paid on 
or after Feb. 1, 1912, and that a dividend of $1 per share 
be declared from the accumulated earnings of the com- 
pany, to be credited on or after Jan. 1, 1912, in payment 
of the call for the instalment upon the stock thus made.” 

Chicago City & Connecting Railways, Chicago, Ill—Ac- 
cording to the Chicago Tribune, the syndicate which was 
formed in 1910 to underwrite $22,000,000 of 5 per cent bonds 
of the Chicago City & Connecting Railways was dissolved 
on Feb. 1, 1912, the unsold portion of the bonds, about 
$19,360,000, being distributed pro rata among the syndicate 
subscribers. 

Chicago & Milwaukee Electric Railroad, Chicago, Ill._— 
According to The Economist, Chicago, for Feb. I0, 1912, 
incidental matters, chiefly the settling of the legal expense 
in the foreclosure proceedings, are causing delay in wind- 
ing up the affairs of the Chicago & Milwaukee Electric 
Railroad. It is expected that these matters will be settled 
in the near future and the decree entered and the property 
sold to the reorganization committee. The plan proposed 
for the financial organization of the company is given 
somewhat at length by The Economist, which says, however. 
that slight alterations may be made in it. 

Detroit (Mich.) United Railway.—The blanket mortgage 
for $25,000,000 given by the Detroit United Railway to the 
Guaranty Trust Company, New York, N. Y., in February, 
1902, has been renewed for one year. There are $15,531,000 
bonds outstanding under the mortgage. 

Geneva & Auburn Railway, Seneca Falls, N. Y.—R. R. 
Quay, Pittsburgh, Pa., president of the Geneva & Auburn 
Railway, and W. B. Atwood, general manager of the com- 
pany, have been appointed receivers of the company by 
Justice Sutherland, of Rochester, N. Y., on application of 
the West End Trust. Company, Philadelphia, Pa., trustee 
under a mortgage made in 1909. The interest due on Oct. 
1, 1911, on the bonds secured by this mortgage is in default. 
The company was formerly known as the Geneva, Water- 
loo, Seneca Falls & Cayuga Lake Traction Company. 

Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio—A call has been issued for a meeting 
of the stockholders of the Mahoning & Shenango Railway 
& Light Company to authorize an increase in the bonded 
indebtedness of the company from $10,000,000 to $65,000,000. 
The company contemplates spending $2,500,000 in double- 
tracking the lines in Youngstown and $500,000 for improve- 
ments in New Castle. It is stated that ultimately the com- 
pany will take over the Pittsburgh, Harmony, Butler & 
New Castle Railway and build a line to connect Youngs- 
town with Cleveland and a line from Akron through the 
Mahoning Valley by way of Kent, Ravenna and Akron, to 
complete a system between Cleveland and Pittsburgh. 

New Jersey & Pennsylvania Traction Company, Trenton, 
N. J.—Under date of Feb. 9, 1912, Battles & Company, Phil- 
adelphia, Pa., bankers, say in regard to an inquiry about the 
report of their having purchased the property of the New 
Jersey & Pennsylvania Traction Company: “While it is a 
fact that we have purchased the Johnson properties in con- 
junction with some associates, there is nothing to give out 
at this time. Beyond putting the property in first-class oper- 
ating condition, we have not yet formulated any plans.” 
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Battles & Company and their associates also control the’ 
Bucks County Electric Railway, Newtown, Pa. Reference 
to the negotiations for the sale was made in the ELECTRIC 
RaiLway JouRNAL of Jan. 13, 1912, page 75. 


New York & North Shore Traction Company, Roslyn, 
N. Y.—The Public Service Commission of the First District 
of New York has approved the opinion written by Com- 
missioner Maltbie on the application of the New York & 
North Shore Traction Company for permission to make 
a first mortgage of $3,000,000 to replace an existing first 
mortgage of $1,000,000, to issue bonds to the extent of 
$1,500,000 and to issue additional capital stock to the extent 
of $771,764. Mr. Maltbie is prepared to assent to the issue 
of only $800,000 in bonds and $007,500 in stock. 


Ottawa (Ont.) Electric Railway.—In addition to the usual 
quarterly payment of 2% per cent and the 2 per cent bonus 
disbursed yearly in January, an additional bonus of 3 per 
cent has also been paid on the $1,247,700 of stock of the 
Ottawa Electric Railway, making the total dividends from 
the earnings of the year 1911 15 per cent, against 12 per cent 
for several years past. 

United Traction Company, Albany, N. Y.—The Public 
Service Commission of the Second District of New York 
has authorized the United Traction Company to purchase 
and acquire three shares of the common stock of the Water- 
ford & Cohoes Railroad. These shares were held by Ed- 
ward Murphy, Jr., deceased, Thomas M. Breslin, deceased, 
and Charles Clemenshaw, subject in each case to an option 
for purchase originally granted to the Troy City Railway. 
The United Traction Company advised the commission that 
it desired to exercise the options held by the Tray City 
Railway, now controlled by the United Traction Company. 

Washington Railway & Electric Company, Washington, 
D. C.—A quarterly dividend of 1 per cent has been declared 
on the $6,500,000 of common stock of the Washington Rail- 
way & Electric Company, payable on March I, 1912, to 
holders of record on Feb. 17, 1912. This compares with 
semi-annual distributions of I per cent from December, 1909, 
to December, 1911, both inclusive, and increases the divi- 
dend rate from 2 per cent to 4 per cent. 


Dividends Declared 


Brooklyn (N. Y.) Rapid Transit Company, quarterly, 1% 
per cent. 

Federal Light & Traction Company, New York, N. Y., 
quarterly, 1% per cent, preferred. 

Georgia Railway & Electric Company, Atlanta, Ga., quar- 
terly, 2 per cent, common. 

Rochester Railway & Light Company, Rochester, N. Y., 
quarterly, 134 per cent, preferred. 

Washington Railway & Electric Company, Washington, 
D. C., quarterly, I per cent, common. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


EAST ST. LOUIS & SUBURBAN COMPANY, EAST ST. LOUIS, ILL. 


Gross Operating . Net wines - on 

iod. Earnings. Expenses. Earnings. arges. Su s. 

P adag w ft! $202,702 *$85,017 $117,685 $45,617 $72,068 

1 “a? i 710 202,814 *98,246 104,568 44,989 59,579 

17 = “as 2,279,147 *1,270,351 1,008,796 547,525 461,271 

in - 710 2,364,142 *1,287,604 1,076,538 541,212 535,326 
CONSUMERS’ POWER COMPANY, OWOSSO, MICH. 

: 9,840 *$115,819 $124,021 $56,755 $67,266 

ter Tec i 13 a5 1 #758828 114,023 36,269 «77,754 

13 beg “41 2,365,920 *1,228,953 1,136,967 494,710 642,257 

1 9 "10 2,040,480 *1,066,008 974,472 443,497 530,975 


MMONWEALTH POWER RAILWAY & LIGHT COMPANY, 
(ing GRAND RAPIDS, MICH. 


, <5 52] *$305.157 $245,364 $121,530 $123,834 
he eae $550,521 °$333°330 208,403 100,905 107,498 
12 & 41 5,819,640 *3,162,927 2,356,713 1,274,282 1,082,431 
12 * 49 810707618 *2,885,556 2,185,062 1,225,544 959,518 
NORTH CAROLINA PUBLIC SERVICE COMPANY, GREENS- 

, 24 $14,685 $9,439 $5,500 $3,939 
tn” ce 40 970,873 #13014 7,850 4166 3,692 
we 714 255236 155,074 100,162 62,000 38,162 


UNION RAILWAY, GAS & ae ag COMPANY, SPRINGFIEILD, 


, 5.314 *$183,505 $141,809 $64,168 $77,641 
he ment 10 ret tie Ra4 127/320 59,653 67,667 
6 4 11: 3,190,110 *1,829,651 1,360,459 744,167 616,292 
60~CO 19 «2981711 71,729,057 1,252,654 701,154 551,500 


* Includes taxes. 
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Traffic and Transportation 


Decision by I. C. C. in Maryland-Washington Fare Case 


: In the case of citizens of Somerset, Drummond and 
Friendship Heights, Md., versus the Washington Railway 
& Electric Company et al. the Interstate Commerce Com- 
mission ruled on Jan. 9, 1912, that the defendants are com- 
mon carriers engaged in the transportation of passengers 
between points in Maryland and points in the District of 
Columbia and are amenable to the terms of the Interstate 
Commerce Act, and, having failed to justify the increased 
fare complained of, the increase is unreasonable to the ex- 
tent that it exceeds a cash fare of 5 cents or six fares for 
25 cents, which fares the commission has prescribed for the 
future, For more than ten years prior to June 1, 1910, the 
Washington Railway & Electric Company and the other 
companies named in the complaint charged a cash fare of 
5 cents or six fares for 25 cents for the transportation of 
passengers over their lines between Somerset, Md., and 
points in the District. On June 1, 1910, the companies in- 
creased the fare by requiring the payment of 5 cents be- 
tween Somerset and the District line, plus 5 cents or a 
ticket purchased at the rate of six for 25 cents between the 
District line and points within the District. The companies 
also provided for transportation between Somerset and the 
District line a monthly commutation of $1.73 for twenty- 
six round trips. An abstract of the opinion of the commis- 
sion follows: 

“For a period of about eleven years prior to June 1, 
1910, the defendants charged and collected a cash fare of 5 
cents or six fares for 25 cents for passenger travel between 
Somerset and points in the District of Columbia served by 
their lines. On June 1, toro, the fare was increased 5 cents, 
or a monthly commutation fare of $1.73 covering twenty- 
six round trips between Somerset and the District line. As 
the increase in the fare was after Jan. 1, 1910, under Section 
15 of the act to regulate commerce the burden of proof to 
show that the increased fare is just and reasonable rests 
with the defendants. They have offered no evidence to dis- 
charge such burden, but rest their defense entirely upon 
other grounds. First, they contend that the commission is 
without jurisdiction in the premises, and, second, they aver 
that the increased fare is due to compulsory legislation by 
the State of Maryland with respect to the Washington & 
Rockville Railway. 

“Upon the question of jurisdiction it is contended that 
electric street railways are not common carriers by ‘rail- 
road,’ within the meaning of the act to regulate commerce. 
This question has been passed upon by the commisison sev- 
eral times, and our rulings have been uniformly to the effect 
that such railways are common carriers by ‘railroad,’ and 
when engaged in the interstate transportation of passengers 
or property are amenable to the provisions of the act. 

“Tt is further contended that defendants are not engaged 
in interstate transportation of passengers or property, and 
for that reason are not subject to the act. It is insisted 
that they are separate and distinct corporations engaged in 
the operation of separate and distinct lines of railway; that 
the Washington Railway & Electric Company is not en- 
gaged in interstate commerce or in any wise concerned in 
the transportation of passengers over the line of the Wash- 
ington & Rockville Company; and that the Georgetown & 
Tennallytown Company is not engaged in interstate com- 
merce, or in any wise concerned in fixing the fare for the 
transportation of passengers over the Washington & Rock- 
ville line. 

“Passengers from points on either line destined to Som- 
erset, or to other points in Maryland, are carried through to 
destination without change of cars at the District line, and 
like through carriage is given passengers from Somerset 
and from other points in Maryland destined to points in the 
District. The cars of the Washington & Rockville Company 
are operated over the line of the Georgetown & Tennally- 
town Company in the District, as well as over its own line 
in the State, and the cars of the Georgetown & Tennally- 
town Company are operated over the line of the Washing- 
ton & Rockville Company in the State, as well as over its 
own line in the District. At certain seasons cars belonging 
to the Washington Railway & Electric Company are oper- 


290 


ated on the lines of the Georgetown & Tennallytown and 
Washington & Rockville Companies and carry passengers 
from points in the District to Rockville and return without 
change. 

“There is now, and has been for more than ten years, 
through transportation of passengers via the lines of the 
Washington & Rockville and Georgetown & Tennallytown 
Companies, without change of cars at the District line, be- 
tween points in the State and points in the District, the 
same cars, motormen and conductors being used through- 
out the entire journey. Under the transfer arrangement at 
Thirty-second and P Streets there likewise exists, and has 
existed for some time, through transportation of passengers 
over the lines of all three of the defendants, by continuous 
carriage, without change of cars at the District line, be- 
tween points in the District served by the Washington Rail- 
way & Electric Company and Somerset and other points in 
the State. By these means passengers have been and are 
still daily transported between points in the District and 
points in the State, in either direction. The existence of a 
through route was in effect conceded by the general man- 
ager of all three companies. 

“Tt thus appears not only that through transportation 
between Somerset and the District has existed in fact, but 
that the defendants have continuously held themselves out 
to the public as engaged in such through transportation. 

“The Washington Railway & Electric Company owns the 
entire capital stock of the Washington & Rockville Com- 
pany and about three-fourths of the capital stock of the 
Georgetown & Tennallytown Company. While the several 
companies are operated as separate and distinct corpora- 
tions, they have the same general officers and are controlled 
by boards of directors composed almost entirely of the 
same persons. These facts have a tendency to show a 
common purpose or understanding on the part of the sev- 
eral companies in harmony with the fact of the through 
transportation shown of record. 

“The fact that through tickets are not used or through 
fares paid does not prove the transportation to be other 
than interstate. As to passengers who travel from points 
in the State to points in the District served by the Wash- 
ington Railway & Electric Company, or vice versa, all 
three of defendants participate in the through transportation 
and in the fares charged therefor. As to the points in the 
district served only by the Georgetown & Tennallytown 
Company, that company and the Washington & Rockville 
Company participate in the through transportation and in 
the fares charged therefor. A through route exists over 
which passengers are actually transported by continuous 
carriage, and the fact that joint rates or fares may not now 
be in force does not prove that the transportation is not 
interstate in character. 

“The facts show that the two defendants, parties to the 
agreement, are and have been engaged in ‘jointly operating 
a through electric railway service’ between points in Mary- 
land and points in the District of Columbia. Under all the 
circumstances we are of opinion that the matters set forth 
in complainants’ petition are within the scope of the act to 
regulate commerce, and that the jurisdiction of the com- 
mission is clear. 

“The second ground of defense is that by act of the Leg- 
islature of Maryland the Washington & Rockville Company 
is compelled to charge the additional fare between Somerset 
and the District line complained of in this proceeding. Prior 
to that act the Washington & Rockville line was divided 
into four zones, for each of which, or part thereof, a pas- 
senger fare of 5 cents was charged. The act supra required 
the company to divide the line into not exceeding three 
zones, the first to extend from the District line to a stated 
points about 3% miles beyond the said line, and the others 
to be as nearly equal as the conditions would permit, and 
it was provided that the rate or fare from each zone, or 
part of a zone, should not exceed 5 cents. There is no 
provision to the effect that the Washington & Rockville 
Railway shall charge a fare of 5 cents between Somerset 
and the District line. So far as that act is concerned the 
company may charge less than 5 cents and may accord free 
service or special commutation rates. 

“Testimony was introduced by defendants to show that 
prior to June 1, 1910, transportation of passengers between 
Somerset and the District line was performed as a gratui- 
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tous service. From other evidence of record, however, it 
appears that both prior and subsequent to that date the 
uniform custom has been to collect fares from passengers 
boarding the cars at Somerset immediately upon leaving 
that point, and before the cars reached the District line. It 
has also been the custom to charge and collect fares for 
passenger travel between Somerset and Friendship Heights, 
in either direction. These facts are not consistent with the 
theory that the service was free, especially in view of the 
insistence by defendants that all fares collected on the 
Washington & Rockville line belong to that company. — 

“Another Maryland statute enacted by the same Legis- 
lature that passed the one just considered is also relied on 
by defendants. That is a general statute creating a public 
service commission with jurisdiction over common carriers 
within the State, which prohibits the granting of free trans- 
portation by such carriers. It is argued that the terms of 
this general statute are controlling, and therefore that the 
Washington & Rockville Company could not lawfully give 
the free transportation allowed under the act first referred 
to, which is special and local in its application. But it is 
not necessary to grant free transportation as to any part 
of the service in order to apply the fare formerly charged 
between Somerset and points in the District. Nor would 
such a course be lawful under the act to regulate commerce. 

“Our conclusion is that the grounds of defense urged by 
defendants are unsound and cannot be sustained. We ac- 
cordingly find that, the defendants having failed to justify 
the increased fare for passenger travel between Somerset, 
Md., and points in the District of Columbia, herein com- 
plained of, the same is unjust and unreasonable to the 
extent that it exceeds the fare continuously applied between 
those points for more than ten years prior to June I, I9QI0, 
which fare will be prescribed for the future. An order will 
be entered accordingly.” 


Traction Talks in Toledo 


The Toledo Railways & Light Company, Toledo, Ohio, 
began the publication in the local papers at Toledo, Ohio, 
on Feb. 10, 1912, of a series of “Traction Talks” which will 
treat of matters in connection with the company which it 
is thought the patrons ought to know and which, it is also 
thought, will do much to establish cioser and more friendly 
relations between the company and its patrons. The first 
talk follows in full: 

“The Toledo Railways & Light Company is to inaugu- 
rate, through the advertising columns of the local press, an 
educational campaign of enlightenment on traction mat- 
ters. 

“Every public service corporation is a servant of the peo- 
ple. Its greatest asset is always the good will of its patrons, 
the friendliness of the community in which it operates. 

“To preserve this asset it is necessary that the patrons 
be informed as to the present day problems of city transpor- 
tation; that they know something of the increased cost in 
the way of extensions, modern rolling stock, expensive 
equipment, increase in wages and all the other vast expense 
necessitated by modern service, for the prosperity of any 
public service corporation depends on the kind of service 
it gives. 

“Every one in Toledo is interested—or ought to be—in 
its street car company, as strangers often base their opinion 
of the city’s aggressiveness on the character of the service 
rendered by the public service corporations. 

“But there are few if any in the city who know the num- 
ber of people employed by this company, its monthly pay 
roll in comparison with ten years ago, the number of cars 
required to handle the increased traffic or the immense 
amount added to the tax duplicate by the extensions of city 
lines to suburban territory. 

“The company, by short, sane and pertinent talks, hopes 
to establish a closer relationship with its patrons. It will 
not attempt to influence opinions by mere argument, but 
will present facts and figures in plain, intelligible fashion. 
We assure you it will be an honest, systematic, straight- 
forward exposition. 

“Look for the talks and read them carefully. You surely 
wish to be fully informed as to the company’s side, for 
there never was a public protest against fair play. We are 
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anxious to solve the problem of transportation in a rapidly 
growing city like Toledo in a way to reflect credit not only 
on this company, but on the city as well. 

We want your hearty co-operation, hence these talks.” 


p Reduction in Fare to Lake Compounce.—The Bristol & 
Plainville Tramway, Bristol, Conn., has reduced the fare 
Over its line between Bristol and Lake Compounce from 
Io cents to 5 cents. The Compounce line is 2 miles long. 


— at Crossings Recommended in Michigan.—State 
a0 toad Commissioner George W. Dickenson has written 
the interurban railways operating in Michigan asking them 
to install bells at crossings similar to those used on rail- 
roads. 


Near-Side Stops in Louisville—At the request of the 
Board of Public Safety of Louisville, Ky., the Louisville 
Railway has issued an order that on and after March t, LOT: 
street cars in Louisville will stop on the “near” side of the 
street at intersections. 


Fare Reduced in Niagara Falls, Ont—The International 
Railway, Buffalo, N. Y., has reduced the fare between the 
upper and lower bridges along the river road on the Cana- 
dian side at Niagara Falls from 10 cents to 5 cents. The 
company declined to reduce the fare between the lower 
bridge and the Dufferin Islands above the power plants to 
5 cents. 


Executive Committee to Consider Complaints in Chi- 
cago.—At a recent joint meeting of the executive committee 
of the Chicago (Ill.) Railways, which is composed of Pres- 
ident Roach, General Manager Fish and Henry A. Blair, and 
representatives of the trainmen, it was agreed that ali ques- 
tions subject to complaint on the part of the trainmen 
should be turned over to the executive committee of the 
company for discussion. There are thirty-three cases of 
discipline which will be passed on by this committee and 
its action will be taken as final by the trainmen. 

Fare Reduction Denied in New Jersey.—The Board of 
Public Utility Commissioners of New Jersey has denied the 
petition of citizens and residents of Atlantic City for a re- 
duction in fare between Atlantic City and Pleasantville from 
IO cents to 5 cents. It was shown that prior to July 1, 1910, 
the fare was 5 cents. The board decided that for the dis- 
tance traveled, the rate, as compared with other rates 
charged for similar distances, ‘was not excessive, and fur- 
ther decided, after a study had been made of the rates and 
operating expenses of the company, that the 5-cent rate was 
insufficient to enable the company to provide properly for 
operation, maintenance and a depreciation reserve. 

Complaint Against Interurban & Terminal Company, 
Cincinnati—Oliver H. Hughes and John C. Sullivan of the 
Ohio Public Service Commission heard complaints in Cin- 
cinnati on Feb. 2 against the Interurban & Terminal Com- 
pany. A number of patrons testified to irregularity in the 
operation of cars. Both Charles Davis, president of the 
company, and F. H. Talbot, general manager, testified that 
some months ago a fire destroyed the power plant and 
some of the cars, and that an order had been placed for 
additional cars and that they would be put into operation 
as soon as they were received. The company had never 
paid a dividend and barely paid operating expenses. 

Revocable Permit in Forest Park.—The County Traction 
Company, which operates 52.6 miles of track connecting with 
the Chicago (Ill.) Railways system, lying outside of the 
corporate limits of Chicago, has been granted a revocable 
permit by the village board of Forest Park, to operate its 
cars within that village. On Feb. 10, 1912, the County 
Traction Company resumed service, which was stopped in 
January, 1911, when it attempted to increase the fare to 
Chicago from 5 cents to Io cents. At a referendum vote 
taken on the question of an increase in the fare the voters 
decided to accept the increase to 10 cents on the strength 
of a proposed compromise by which it is expected the fare 
will be reduced to 7 cents in the near future. 

Increase in Service in New York.—The New York (N. 
Y.) Railways has practically doubled its service from the 
Grand Central Station, at Forty-second Street and Mad- 
ison Avenue, down Fourth Avenue and over the Williams- 
burg Bridge to the bridge plaza in Brooklyn. Frank Hed- 
ley, vice-president and general manager of the company, 
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said recently: “Since the new management took over the 
system of the Metropolitan Street Railway we have been 
busy considering what improvements could be made to the 
service. It seemed to us that congestion could be relieved 
and much better accommodation would be afforded to the 
new loft districts along Fourth and Fifth Avenues by in- 
creasing the through Grand Central and Williamsburg 
Bridge service.” 
Fines Imposed in Heating Cases in Chicago.—The Chi- 
cago Railways and the Chicago City Railway have been 
fined the minimum penalty of $25 in each of sixty cases 
where the health department reported the temperature in 
the cars to be below that required by the city code. All 
the cases were brought before Judge Blake of the Municipal 
Court, and in sixty of the total of 160 which were heard 
lines were assessed. A motion to vacate the judgment and 
set aside the fines was made by the attorneys for the rail- 
ways and further arguments were set for Feb. 17, rg12. 
Witnesses from the health department of Chicago testified 
that the temperature of the cars averaged between 41 deg. 
ahr. and 44 deg. Fahr. The ordinances require that cars 
shall be kept heated to a temperature of 50 deg. Fahr. 


Service Out of Trenton, N. J.—A hearing was held before 
the Board of Public Utility Commissioners of New Jersey 
recently on the complaint of residents in the vicinity of 
Trenton against the Trenton & Mercer County Traction 
Corporation in regard to the service from Trenton to Law- 
renceville and Princeton. Rankin Johnson, vice-president of 
the company, stated that the company was installing addi- 
tional power equipment, which would soon be in service, 
and that new cars had been ordered, and that with this 
additional equipment better service could soon be provided. 
It was agreed between representatives of the complainants 
and the company that a committee of citizens and residents 
of Princeton and Lawrenceville should be formed to take 
up with the company the question of co-operation in main- 
taining terminal stations. 


Rooke Registers in Cincinnati—The Cincinnati (Ohio) 
Traction Company has recently installed Rooke registers 
on one of its lines and has issued a notice to passengers de- 
scribing the system. The circular points out that the 
register is helpful to both passenger and conductor and is 
a labor-saving device. The conductor is relieved from the 
additional work of registering fares because collection 
means registration. The combination of the two acts in 
one not only saves time and labor but relieves the conduc- 
tor of all mental accounting and unjust suspicions. More- 
over, passengers who become excited cannot now ring up 
fares by mistake, and every one gets a square deal. The 
notice concludes with a request to passengers to have their 
nickels ready, and if they should tender five pennies or a 
5-cent ticket they will be handed a nickel in exchange, for 
insertion in the register. Illustrations show how the reg- 
ister is used. 


Prizes for Suggestions in Regard to Industrial Lancaster. 
—C. Edgar Titzel, general manager of the Conestoga Trac- 
tion Company, Lancaster, Pa., recently addressed the Manu- 
facturers’ Association of Lancaster and Lancaster County 
in regard to the subject of manufacturing in the city of 
Lancaster. He said that he thought the association ought to 
do more to bring to the attention of the home population 
the variety and scope of the manufactures of the city. For 
the purpose of starting this work he offered the association 
$100 in gold to be divided, according to his letter, as fol- 
lows: “1. Twenty-five dollars to be given to the scholar 
in the public schools in Lancaster giving the largest list of 
articles manufactured in the city of Lancaster. 2. Twenty- 
five dollars to be given to the scholar in the public schools 
in Lancaster giving the largest list of manufacturing con- 
cerns in the city of Lancaster. 3. Fifty dollars for the best 
article written by a citizen of Lancaster on the subject ‘How 
to Increase the Industrial Prosperity of Lancaster.’ ” 


Service of the Chicago Railways Company.—John M. 
Roach, president of the Chicago (IIl.) Railways, appeared 
before representatives of the Chicago City Council on Feb. 
13, 1912, to answer inquiries in regard to surface car service. 
He cited figures to show that the company has in service 
more cars than were operated last August, and more cars 
than were required by the ordinance of 1907. The com- 
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pany is operating only 146 single-truck cars, while the 
ordinance of 1907 gave it permission to operate 450 such 
cars. In regard to the 215 new cars which the Chicago 
Railways is to build as a result of its having acquired the 
lines of the Consolidated Traction Company, Mr. Roach 
said that the engineers had devoted considerable time to 
designing cars which would be lighter than the 1200 cars 
purchased two and three years ago. The new cars would 
be of the same seating capacity, but special trucks, motors 
and other parts had to be designed with a view to light- 
ness. The Chicago Railways was building these 215 new 
cars in its own shops at the rate of twenty to twenty-five 
cars per month, If there was any truth in the statements 
that service this winter had been unsatisfactory it probably 
was due to the severe winter, which resulted in an unusual 
amount of teaming on the car tracks, and in slippery rails, 
which prevent fast schedules from being maintained. 


Application for Freight Rights in Los Angeles.—The 
question of granting the Pacific Electric Railway, Los An- 
geles, Cal., permission to carry freight through the city’s 
streets was considered at a hearing before the Board of Pub- 
lic Utilities of Los Angeles recently. Paul Shoup, vice- 
president of the Pacific Electric Railway, submitted maps 
showing over what streets the company desired a freight and 
express carrying permit from the city. Mr. Shoup also offered 
an extended statement, explaining existing conditions and 
declaring that any unnecessary restrictions would work a 
hardship upon all nearby localities commercially related 
with Los Angeles and injure the revenue of the company. 
It was stated that the company wanted a permit for freight- 
carrying privileges on Sixth Street west from the Arcade 
depot, in order to take care of the Glendale and Burbank 
districts, and on that portion of Main Street between Ninth 
Street and Sixth Street where the company has no permit 
at the present time. Mr. Shoup also set forth that the com- 
pany desired temporary freight rights on Main Street, from 
Sixth Street to First and Los Angeles Streets, and on East 
Seventh Street between Main Street and Long Beach Ave- 
nue, where the Seventh Street lines connect with the four- 
track Long Beach system. These temporary rights were 
asked until some of the plans the company is now working 
upon enable the company to discontinue the use of the two 
streets in question. As to the express or small package 
service, Mr. Shoup maintained that such a privilege should 
be permitted the company over all of its lines, with proper 
restrictions as to time. The board took the matter under 
advisement. 


Report All Accidents and Disputes.—T. A. Cross, general 
manager of the United Railways & Electric Company, Bal- 
timore, Md., in his monthly bulletin to the employees of 
the company, dated Feb. 1, 1912, used as a subject the 
necessity for reporting all accidents and disputes. The bul- 
letin, which follows in part, is headed “Report All Acci- 
dents and Disputes”: “Do not think the rules which govern 
accidents are made simply to have you make out a report. 
They are the result of long experience with the difficulty of 
properly investigating and handling unreported cases. An 
accident may happen for which you are in no wise responsi- 
ble, but you should not fail to take necessary precautions to 
protect yourself and company from an incorrect statement 
by the claimant. On the other hand, if you promptly report 
the names of witnesses we shall be in position to make a 
proper investigation. In a recent case a man under the in- 
fluence of liquor was crossing the street, fell over the curb- 
stone and was injured. The crew of a passing car stopped 
and rendered what assistance they could, secured the names 
of witnesses and made a report. The man afterward 
brought suit, claiming he was thrown by the premature 
starting of a car, but, as the crew had been faithful to their 
trust, we were able to defend successfully the suit which 
was instituted and a verdict was rendered in favor of the 
company. Jf you should make an error resulting in an 
accident, do not make a second mistake and try to cover 
it up, but report promptly names of witnesses. “They may 
be able to clear matters up and you will receive credit for 
reporting a case for which you knew you were responsible, 
While an accident may be absolutely unavoidable, you must 
not forget that there are fakers waiting for an opportunity 
to ply their trade of collecting damages for an accident care- 
fully planned in advance.” 
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Personal Mention 


Mr. R. L. Fairbairn has been appointed general passenger 
agent of the Niagara, St. Catharines & Toronto Railway, 
St. Catharines, Ont. 

Mr. William Phillips has been appointed general freight 
agent of the Niagara, St. Catharines & Toronto Railway, 
St. Catharines, Ont. 

Mr. W. H. Swain has been appointed superintendent of 
the Eastern Division of the Morris County Traction Com- 
pany, Morristown, N. J. 

Mr. William Jennings, for nine years with the Detroit, 
Monroe & Toledo Short Line, Detroit, Mich., has been ap- 
pointed superintendent of the city lines at Port Huron, 
Mich. Mr. Jennings began electric railway work as a mo- 
torman. For the last six years he has occupied the posi- 
tion of chief dispatcher of the Detroit, Monroe & Toledo 
Short Line. 

Mr. E. E. Eysenbach has been appointed general man- 
ager of the San Antonio (Tex.) Traction Company to suc- 
ceed Mr. W. B. Tuttle, vice-president and general manager, 
who continues as vice-president of the company. Mr. 
Eysenbach was formerly vice-president and manager of the 
Consolidated Gas Company of New Jersey, with offices at 
Long Branch, which company is a consolidation of the 
Long Branch Gas Light Company and the Long Branch 
Electric Light Company. 

Mr. F. K. Allen has been appointed purchasing agent of 
the Algoma Eastern Railway, vice Mr. W. G. Webber, who 
has been appointed purchasing agent of the Algoma Steel 
Company and Lake Superior Iron & Steel Company. Mr. 
Allen is also purchasing agent of the International Transit 
Company, Trans-St. Mary Traction Company, Lake Su- 
perior Power Company, Tagona Water & Light Company. 
and Algoma Commercial Company, with offices at Sault 
Ste. Marie, Ont. x 

Mr. R. R. Potter has been appointed superintendent of 
equipment of the New York, Westchester & Boston Railway, 
with offices at the car repair shops, Unionport Road, New 
York City. Mr. Potter entered electric railway work with 
the General Electric Company when it was installing elec- 
tricity on the elevated lines of the Brooklyn Rapid Transit 
Company. Since then he has been connected with the Long 
Island Railroad, the Interborough Rapid Transit Company 
and latterly with the Hudson & Manhattan Railroad, New 
York. 

Mr. T. H. Shaughnessy has just resigned from the posi- 
tion of general foreman of rolling stock of the New York 
(N. Y.) Railways Company. Mr. Shaughnessy entered the 
employ of the receivers of the Metropolitan Street Railway 
on Sept. 19, 1908, and since that time has had charge of the 
carhouses and the motor and truck shops. Previous to being 
in New York he was connected with the Philadelphia (Pa.) 
Rapid Transit Company for fourteen years as district me- 
chanical inspector and prior to that he was connected with 
the City & Suburban Railway, Baltimore, Md. for two 
years. 


Mr. H. C. Alvey has recently been appointed general 
manager of the Hagerstown (Md.) Railway. Mr. Alvey 
was connected with the-Washington Railway & Electric 
Company, Washington, D. C., from 1808 to 1900 as a clerk 
in the claim department of the company. From 1900 to 
1904 he was with the Hagerstown Railway as timekeeper 
and paymaster on construction work. Mr. Alvey was con- 
nected with the Western Maryland Railroad from 1904 to 
1906 on construction work on the line between Cherry Run 
and Cumberland. He was assistant superintendent of the 
llagerstown Railway from 1906 to rori, and from February, 
1911, until recently was a partner in the Central Garage & 
Ilectric Supply Company, Hagerstown. ; 

OBITUARY 

W. R. Taylor, of Askwith, Taylor & Company, railway 
contractors, Ottawa, Ont., is dead. Mr. Taylor entered 
railway business in 1885 with the Grand Trunk Railway. 
Two years later he became connected with the Missouri 
Pacific Railway. From 1805 to 1909 he was manager of the 
Hull (Que.) Electric Railway. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project 
ported. 


not previously re- 


RECENT INCORPORATIONS 


*Chicago, Joliet & Kansas City Railway, Chicago, Ill— 
Incorporated in Illinois to build an electric railway from 
Chicago to Keithsburg and from Rockford to Peoria. Cap- 
ital stock, $5,000. The principal office is at Chicago. The 
mncorporators and first board of directors are: William 
Garnett, Cyrus W. George, George H. Wilkins, R. W. King 
and Dion Geraldine, all of Chicago. 

*Hillsboro (1ll.) Railway.—Incorporated in Illinois to 
build an electric railway in Hillsboro. Capital stock, $50,000. 
Incorporators: J. J. Frey, James P. Brown and Frank H. 
Brown. 

*Jacksonville (Ill.) Street Railway.—Incorporated in IIli- 
nois to build an electric railway in Jacksonville. Capital 
stock, $25,000. Incorporators: H. E. Chubbuck, Peoria, 
vice-president executive the Illinois Traction System; E. 
W. Fowler, W. J. Achelpohl, F. G. Buffe and James A. 
Knowlton. 


*Chicago, Peoria & Quincy Traction Company, Quincy, 
UL—Chartered in Illinois to build an electric railway from 
Quincy to Peoria, through the counties of Adams, Brown, 
Schuyler, Cass, McDonough, Fulton, and Peoria. Capital 
stock, $200,000. Incorporators and first board of directors. 
John A. Steinbach, Charles Oehlman, August H. Heibreder, 
H. E. Knapside, and George J. Jost, all of Quincy. Head- 
quarters: Quincy. 

*Kawartha Transportation Company, Peterborough, Ont. 
—Application has been made by this company in Ontario 
for a charter to build an electric railway in Peterborough, 
and from there to Lakefield, Clear Lake, Stony Lake, Smith, 
Burleigh, Anstruther and Apsley. Another line is to extend 
from Peterborough to Cheniony Lake, with a branch to 
Rice Lake. 

Humber Valley Electric Railway, Toronto, Ont.—Ap- 
plication for a charter has been made by this company to 
the Legislature in Toronto to build an electric railway 
from Lambton to Sunnyside. [E. R. J., Jan. 20, ’12.] 

*Columbia & Camden Railroad, Columbia, S. C.—Appli- 
cation for a charter has been made in South Carolina by 
this company to build a steam or electric railway between 
Columbia and Camden. Capital stock, $250,000. Incorpor- 
ators: B. L. Abney, G. A. Guignard, E. M. Thomson, W. 
Boyd Evans and F. H. Weston. 


FRANCHISES 

*Nanaimo, B. C.—The city of Nanaimo has asked the 
Legislature for authority to construct a railway from 
Nanaimo to Brecken, thence to Northfield, to East Welling- 
ton, through the Five Acre Lots to Extension, and to 
Nanaimo River bridge. 

Glendale, Cal—E. D. Goode, Glendale, has received a 
forty-four-year franchise from the City Trustees for an 
electric railway through Glendale to Griffith Park, where 
connection will be made with the Municipal Railway. 
fitn ies J, Feb. 3, 12.) 

New Britain, Conn.—The Connecticut Company has asked 
the Selectmen for a franchise to extend its tracks to the old 
freight depot and to operate a turnout in the center of 
the town. 

Chicago, Ill—The Chicago & Southern Traction Com- 
pany has received a franchise from the City Council to en- 
ter the loop district in Chicago. 

Aurora, Ind.—The Indiana & Ohio Southern Interurban 
Railroad, Rising Sun, has received a twenty-five-year fran- 
chise from the City Council of Aurora. This 9/-mile elec- 
tric railway will connect Aurora and Rising Sun. Raymond 
S. Zeitler, Chicago, general manager. park ta Pep, 3, 12.) 

Winchendon, Mass.—The Templeton Street Railway has 
asked the Selectmen for a franchise in Winchendon. This 
company is making plans to build an extension from Bald- 
winville to Winchendon. 
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ah cemaes fa Little Falls & Johnstown Electric 
See: pe e os ee peccived a franchise from the 
Se at es OF a line over River Street in Ft. Plain. 

‘ connect Little Falls, St. Johnsville, Ephratah 
and Sanna J; Ly, Hees, president, [Es R. Jy 
ala. : 

Liverpool, N. Y—The Syracuse Rapid Transit Railway 
has received a franchise from the Village Board of Liver- 
pool to double track all its lines in Liverpool. 

Chambersburg, Pa—The Hagerstown & Clearspring 
Railway, Hagerstown, has received a franchise from the 
Council to build along the State Line Road to Middleburg, 
Greencastle and Upton. Franchises will also be asked for 
in Greencastle and Mercersburg, This 25-mile electric rail- 
way will connect Hagerstown and Clear Sformooyes |e ARG jen 
NiGW, 25, IT.] 

McKeesport, Pa.—The Pittsburgh, McKeesport & West- 
moreland Railway will ask the Council for a franchise over 
the State road from Robinson Street to Fifth Avenue, with 
the intention of using the tracks of the Pittsburgh Rail- 
ways to Market Street in McKeesport. 

Montgomery, Pa.—The Nagerstown, Greencastle & Mer- 
cersburg Railway, Middleburg, has received franchises from 
the Supervisors of Montgomery and Peters. Ree We fe 
Deca232 ire 

Uniontown, Pa.—The West Penn Railways, Pittsburgh, 
has received a perpetual franchise from the Borough Coun- 
cil covering the terminal property in Uniontown. 

Chattanooga, Tenn.—The Chattanooga Traction Com- 
pany has received a franchise from the City Commissioners 
of Chatttanooga. C. E. James is interested. [E. R. J., Feb. 
TOw e125 

Chattanooga, Tenn.—The Chattanooga, Rome & Atlanta 
Railway, Chattanooga, has asked the City Commissioners 
for a franchise in Chattanooga. Charles Reif, president. 
[ERS] Deces 11a] 

Ft. Worth, Tex.—The Northern Traction Company, Ft. 
Worth, has received a franchise from the City Commission 
to double track its line on Hemphill Street between Mag- 
nolia and Railroad Avenues. 

Greenville, Tex.—The Eastern Texas Traction Company, 
Greenville, has asked the City Council for a fifty-year fran- 
chise in Greenville. This line will connect Greenville, Wolfe 
City, Honey Grove, Paris and Dallas. J. B. Murphy, Green- 
ville, general manager. [E. R. J., Oct. 28, ’11.] 

Northview, W. Va—The Fairmont & Clarksburg Trac- 
tion Company, Fairmont, has received a fifty-year franchise 
from the Town Council in Northview. The extension will 
be built from the company’s line near the Parr Mills up 
Bond’s run into Northview. 


TRACK AND ROADWAY 


Edmonton (Alta.) Radial Railway.—This company will 
build about 6% miles of new single track and about 2 miles 
of double track in Edmonton in the near future. 

Arkansas Valley Interurban Railway, Little Rock, Ark.— 
Interest has been revived in this project to build an electric 
railway between Little Rock and Hot Springs. As soon as 
financial backing is secured it is said that construction will 
be begun. Louis Garrett, Little Rock, is interested. [E. 
eA Oct-21, 00.) 

Little Rock Railway & Electric Company, Little Rock, 
Ark.—During the year this company will build 1 mile of 
new track in Little Rock. 

San Francisco, Napa & Calistoga Railway, San Francisco, 
Cal.—This company has secured nearly all the right-of-way 
required for the extension from St. Helena to Calistoga. 

Stockton Terminal & Eastern Railroad, Stockton, Cal.— 
This company will build 12 miles of new track between 
Linden, Bells Station and Jenny Lind during the year. 

Tidewater & Southern Railroad, Stockton, Cal.—This 
company plans to build 50 miles of new track during 1912, 
between Stockton, Modesto, Seres and Turlock. 

Boulder Electric Light & Power Company, Boulder, Col. 
—This company has placed in operation its Newland addi- 
tion extension in Boulder. 

Idaho Falls (Idaho) Electric Railway.—Preliminary ar- 
rangements have been completed and construction will be 
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begun in the spring by this company on its 40-mile electric 
between Idaho Falls, Lincoln, Ammon, Iona and 


railway \ 
Milner, Idaho Falls, president. [E. Reais 


Heise, J. L. 
Noval 2eh = ior 

Beardstown (Ill.) Electric Railway.—This project has 
been indorsed by the Chamber of Commerce of Beardstown. 


Northern Illinois Electric Railway, Chicago, Ill—This 
company plans to extend its line 15 miles between Middle- 
bury and Rochelle, during 1912. 

Illinois Traction System, Edwardsville, IllL—This com- 
pany is said to contemplate building a %-mile track to the 
plant of the Banner Clay Works. 


Lincoln Railway & Light Company, Lincoln, Ill.—This 
company plans to build 1 mile of new track during the year. 


Gary (Ind.) Connecting Railways.—This company has 
placed in operation its line between Gary and East Gary. 
Eventually this line will connect with the lines being built 
toward Valparaiso, Chesterton and La Porte. V. O. Ward, 
Chicago, is interested. [E. R. J., June ro, “11.] 

Southern Indiana Traction Company, Hanover, Ind.— 
Steps are being taken by the citizens along the route to 
have this company extend its line to New Harmony. The 
officials of the company have given assurances that the line 
will be built at an early date. 

Southwestern Traction Company, Indianapolis, Ind.— 
The commissioners of Owen County have called an election 
in five townships for March 16 to vote to grant a 2 per cent 
subsidy to this company, which proposes to build an electric 
railway from Mooresville to Spencer and from Terre Haute 
to Bloomington. Joseph A. Davidson is interested. [E. R. 
Jin DEC Oy ts] 

Richmond & Eastern Indiana Traction Company, Rich- 
mond, Ind.—The surveys for this company’s line have been 
completed by Jeup & Moore, of Indianapolis. A. H. Bartel 
ig) seamneeesteal, PTB, Wee Ifo IDSs @y ea 

Tri-City Railway & ,Light Company, Davenport, Ia.— 
Plans are being considered by this company for the exten- 
sion of the Grandview division from Grandview to Calcutta, 
a distance of about 5 miles. 


Manhattan City & Interurban Railway, Manhattan, Kan. 
—This company expects to purchase a merry-go-round, to 
be installed at its park. 


Kentucky Traction & Terminal Company, Lexington, Ky. 
—This company will reconstruct about 1 mile of city track 
during the year. 


Louisville (Ky.) Railway.—This company has placed an 
order with the Carnegie Steel Company, Pittsburgh, Pa., 
for 3000 steel railway ties to be used in laying the East 
Broadway extension to the new city limits, a distance of 
nearly a mile. 


Taylorsville, Ky.—A mass :neeting of the citizens of Tay- 
lorsville, in Spencer County, Ky., was held recently to fur- 
ther plans for the construction of an electric railway from 
Taylorsville to Louisville, Ky. Project is now being per- 
fected in Spencer County, as the residents have taken hold, 
and the blanks assigning a right-of-way for the new line 
are filling up rapidly. 

Athens, Maine.—It is announced that farmers and others 
along the proposed route have raised $13,000 toward the 
construction of the electric railway from Showhegan to 
Athens. Officials of the Central Maine Power Company 
are said to be interested. [E. R. J., Aug. 10, ’11.] 

Portland, Gray & Lewiston Railroad, Lewiston, Maine.— 
During 1912 this company plans to construct 4 miles of new 
track between Portland and Lewiston. 


Skowhegan & Shawmut Electric Railway, Shawmut, 
Maine.—It is reported that the citizens at Fairfield Center 
and North Fairfield, Me., have voted to raise several thou- 
sand dollars and to make a present of the required right- 
of-way over private property if this company will build 
through their communities instead of the contemplated 
route along the Kennebec River. A mass meeting was held, 
at which action was taken and pledges obtained. [E. R. 
Ve IRC, eh 4) 

Providence & Fall River Street Railway, Swansea Center, 


Mass.—About 1 mile of new track will be built by this com- 
pany during 10912. 
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*Sault Sainte Marie, Mich—It is reported that plans are 
being made to build a railway from Sault Sainte Marie to 
the “Snows.” The survey is said to have been completed 
and the right-of-way secured. It is reported that gasoline 
cars will be used. The terminal will be Island No. 8, anda 
car ferry will be operated between there and Sheboygan. 


Interstate Traction Company, Duluth, Minn.—This com- 
pany expects to relay 2 miles of its line with new rails and 
ties and also put in new overhead wire over same this 
spring. 

Mesaba Electric Railway, Duluth, Minn.—It is reported 
that contracts will soon be awarded by this company for 
the construction and equipment of its electric railway to 
connect Gilbert, Eveleth, Hibbing, Chisholm, Buhl and 
Eveleth. Oscar Mitchell, Duluth, president. [E. R. J., 
Sept. 2; 11.1 

Minneapolis, St. Paul, Rochester & Dubuque Electric 
Traction Company, Minneapolis, Minn.—During 1912 this 
company plans to construct 30 miles of new track. 

Granite City Railway, St. Cloud, Minn.—During the next 
six months this company will renew the switches and frogs 
on its line in Granite City. 

Meridian Light & Railway, Meridian, Miss.—About 2 
miles of track will be constructed by this company during 
1QI2. 

Flathead Interurban Railway, Kalispell, Mont.—Surveys 
have been begun by this company on its line between Dixon 
and Polson. It will connect Kalispell, Whitefish, Somers 
and Big Fork. D. R. McGinnis, Kalispell, president. [E. 
Rw Weer on inal 

Morris County Traction Company, Morristown, N. J.— 
About 134 miles of second track will be built by this com- 
pany-in Summit during the year. 

Brooklyn (N. Y.) Rapid Transit Company.—The Public 
Service Commission has served upon the Long Island Rail- 
road and the Nassau Electric Railroad an order approving 
a contract made on Jan. 24, 1912, between those companies, 
“in so far and only in so far as such contract provides for 
the modification of the said lease from the Atlantic Avenue 
Railroad to the Long Island Railroad, dated March 26, 
1877, as aforesaid.” The passage of this order marks one 
of the final steps in a long controversy between the Long 
Island Railroad and the Brooklyn Rapid Transit interests 
over the right to the surface car franchise in Atlantic Ave- 
nue, Brooklyn. 

Utica (N. Y.) Southern Railroad.—This company plans 
to begin the construction of its line in the spring from 
Clinton to Norwich, a distance of about 45 miles, with a 
branch of 5 miles from Deansboro to Waterville. E. H. 
Risley, Utica, secretary, [E. R. J, Nova 2y, *oo.} 

Fargo & Moorhead Street Railway, Fargo, N. D.—This 
company plans to build 3% miles of new track between 
Fargo, Moorhead and Dilworth during 1912. 

Cincinnati, Milford & Loveland Traction Company, Cin- 
cinnati, Ohio.—About 36 miles of track will be built by this 
company during 1912. 

_ Tri-State Traction Company, Steubenville, Ohio.—This 
company contemplates the double tracking of its lines be- 
tween TFollanssbee and Steubenville, in the spring. 

Tulsa (Okla.) Street Railway.—Early in the spring this 
company will reconstruct in pavement seven city blocks 
on Main Street in Tulsa from single to double track. 

Hamilton, Waterloo & Guelph Railway, Hamilton, Ont.— 
This company plans to build 140 miles of track during 1912. 

Sarnia (Ont.) Street Railway.—This company will build 

an extension east on Lake Huron. 
. *Monarch Radial Railway, Toronto, Ont.—This company 
is applying to the Ontario Legislature to extend the time 
within which the railway may be built; to increase the 
bonding power from $25,000 to $30,000 a mile, and to change 
its name to Toronto, Barrie & Orillia Railway. Lenox & 
Lenox, Toronto, Ontario, are the solicitors. 


Toronto & York Radial Railway, Toronto, Ont.—This 
company is buying a private right-of-way north of Mimico. 
Butler (Pa.) Passenger Railway.—This company advises 
that it will lease privileges to build a park and pleasure 
resort to parties fitted to handle such a concession properly. 
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Central Pennsylvania Traction Company, 
Pa.—This company has purchased a large merry-go-round 
from G. H. Dentzell, Philadelphia, for use at Paxtang Park. 

Irwin-Herminie Traction Company, Irwin, Pa—Durins 
1912 this company will construct 6 miles of new track. 

Philadelphia & Garrettford Street Railway, Philadelphia, 
Pa.—Surveys are being made by this company for the ex- 
tension from Garrettford to Media. 

Montreal & Southern Counties Railway, 
—This company is considering extensions to Laprairie, 
Boucherville and Sorel. The company is said to have made 
an arrangement for the electrification of the Montreal & 
Province Line Railway between St. Lambert and .St 
Cesaire. 

Rhode Island Company, Providence, R. IL—This comp 
has been petitioned to extend its Manton Avenue lin 
Greenville. 

Memphis (Tenn.) Street Railway.—T. H. Tutwiler, presi- 
dent of this company, has suggested the construction of 
parallel lines through the business district in Memphis to 
relieve congestion. 


Trinity Valley Traction Company, Dallas, Tex.—This 
company advises that preliminary work is being done and 
construction will be begun this summer on its 120-mile 
electric railway to connect Dallas, Waxahachie, Corsicana 
and Palestine. The company will furnish power for light- 
ing purposes. J. V. Watkins, 502 Scallard Building, Dallas, 
president. [E. R. J., Dec. 16, ’11.] 

Greenville Railway & Light Company, Greenville, Tex.— 
During 1912 this company will construct 1 mile of new 
track, 

*La Grange, Tex.—B. E. Knolle and Charles F. Knolle, 
Industry; C. K. Lanhammer and H. H. Boelsche, Belleville, 
and others are considering the advisability of promoting an 
electric railway to connect La Grange and Belleville. 

Texas City (Tex.) Traction Company.—Surveys are being 
made by this company between Texas City and Texas City 
Junction, a distance of several miles, for the proposed line 
to connect with the Galveston-Houston Interurban Railway. 
Fordyca Ridley, Security Building, Galveston, president. 
LE. R.. J, Dee: 27, ’x0.] 

Provo, Utah.—Samuel H. Wood, Provo, who has recently 
asked for a franchise to build an electric railway in Provo, 
on Fourth Street, to the mouth of Slate Canyon, has or- 
ganized a company to be known as the Duchesne Construc- 
tion Company to build this line. [E. R. J., Feb. 10, ’12.] 

Clarksburg & Philippi Traction Company, Clarksburg, 
W. Va.—This company, incorporated in January, 1912, ad- 
vises that surveys are being made and that construction 
will begin during the summer on its 37-mile electric railway 
from Clarksburg to Belington, via Philippi. It will con- 
nect with the road from Elkins. The company will also 
furnish power for lighting. Capital stock authorized, 
$30,000. Officers: Thomas L. Nutter, Clarksburg, presi- 
dent; E. R. Dyer, Philippi, vice-president; R. C. Talbott, 
Philippi, secretary; R. J. Durham, Philippi, treasurer, and 
C. Watson, Philippi, general manager. [E. R. J., Feb. 3, ’12.] 

Elkins (W. Va.) Electric Railway.—About 5 miles of 
track will be built by this company during 1912 between 
Roaring Creek Junction and Belington. 


SHOPS AND BUILDINGS 


Mobile Light & Railroad Company, Mobile, Aia.—Plans 
are being made by this company to build new carhouses 
and an office building at Spring Hill Avenue and Broad 
Street, Mobile, in the near future. The structures will be 
of reinforced concrete construction. The cost is estimated 
to be about $80,000. 

Wilmington, New Castle & Southern Railway, New Cas- 
tle, Del—It is reported that this company plans to build a 
new terminal near Market Street in Wilmington. 

Chicago (Ill.) Railways.—The storehouse of this com- 
pany at its Kedzie Avenue shops in Chicago was damaged 
by fire on Feb. 9, 1912. The loss is not expected to exceed 
$50,000. Particulars are published on page 285 of this issue. 

Holyoke (Mass.) Street Railway—Plans are being made 
by this company for the immediate construction of its new 
station at the end of the Chicopee River bridge in Holyoke. 
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Columbus Railway, Light & Power Company, Columbus, 
Miss.—This company is building a new carhouse at Colum- 
bus. The structure will be 164 ft.x 64 ft. and of brick and 
concrete construction. 

North Carolina Public Service Company, Charlotte, N. 
C.—A new carhouse will soon be built in Charlotte by this 
company. 

Oakwood Street Railway, Dayton, Ohio.—This company’s 
carhouses and general office building on Fairground Ave- 
nue and Brown Street, in Dayton, were destroyed by fire 
on Feb. 3. The loss is estimated to be between $40,000 and 
$50,000, 

Sarnia (Ont.) Street Railway.—This company expects to 
build a new carhouse in Sarnia. 

West Penn Railways, Pittsburgh, Pan—This company ex- 
pects to spend more than $350,000 in Uniontown in new 
terminal facilities this year. The improvements will con- 
sist of new four-story passenger and express station and a 
new carhouse and yards. The upper part of the station 
will be devoted to offices, being located in the center of 
Uniontown. 

Williamsport (Pa.) Passenger Railway.—During the next 
few weeks this company will place contracts for the con- 
struction of a new carhouse at Third Street and Park 
Street, Williamsport. 

Rhode Island Company, Providence, R. I.—Bids are being 
asked by this company to build a new carhouse on the east 
side of Cranston Street between Burnham Avenue and 
Prince Street in Cranston. The structure will be 390 ft. x 
178 ft. There will be twelve tracks, each to accommodate 
eight cars. 

Radford (Va.) Water Power Company.—This company 
has under construction a new office building, repair shops 
and carhouse at Radford. 


POWER HOUSES AND SUBSTATIONS 


Edmonton (Alta.) Radial Railway.—This company ex- 
pects soon to purchase substation equipment. 

Aurora, Elgin & Chicago Railway, Chicago, Il.—This 
company recently placed orders for ash and coal handling 
equipment for its Batavia power house with the following 
companies: The order for a continuous coal-handling ap- 
paratus including a track hopper, conveyors and automatic 
self-reversing tripper was placed with the Robbins Con- 
veying Belt Company; the order for one 30-in. x 36-in roll 
crusher was placed with the Link Belt Company; the order 
for a pneumatic ash-handling system was placed with the 
Guarantee Construction Company, New York, and the order 
for one eight-wheel, electrically operated locomotive 
crane with a 45-ft. boom and a 1%4-yd. bucket was placed 
with the Browning Engineering Company. A contract also 
was closed with the Kenyon Bridge Company, Chicago, for 
six new 50-ton capacity coal bunkers. 

Manhattan City & Interurban Railway, Manhattan, Kan. 
—During the next six weeks this company will build two 
new substations or a large main power house in Manhat- 
tan. The company will purchase two rotaries, motor gen- 
erator sets or one or two oil engines. 

Hagerstown (Md.) Railway.—This company will build 
a new power house in Hagerstown. 

Mesaba Electric Railway, Duluth, Minn.—It is reported 
that this company will soon award contracts to build a 
power plant. Oscar Mitchell, Duluth, president. [E. R. Is 
Sept. 2) "11! 

Mount Vernon (Ohio) Electric Railway.—This company 
expects to purchase in the near future one second-hand 
150-hp, three-phase, 2300-volt motor and one second-hand 
150-kw railway generator for its power house in Mount 
Vernon, 

London (Ont.) Street Railway.—This company has de- 
termined to proceed with the installation of an additional 
steam unit in its power house in London in preference to 
the purchase of power through the Hydroelectric Power 
Commission. 

Sarnia (Ont.) Street Railway.—This company has pur- 
chased two new generators manufactured in Sweden, one 
with a capacity of 300 kw and the other with a capacity of 
150 kw. 
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Manufactures and Supplies 


ROLLING STOCK 


Mt. Vernon (Ohio) Railway expects to purchase some 
second-hand open and closed single-truck cars. 

Manhattan City & Interurban Railway, Manhattan, Kan., 
expects to purchase several cars for interurban service. 

Nashville (Tenn.) Interurban Railway has placed an order 
with the American Car Company for an interurban car. 

New Hampshire Electric Railways, Haverhill, Mass., has 
ordered four 27-M.C.B.-1 trucks from The J. G. Brill Com- 
pany. 

Nashville-Gallatin Interurban Railway, Nashville, Tenn., 
has ordered four passenger cars and an express car from 
the American Car Company, 

Ogden (Utah) Rapid Transit Company has ordered six 
car bodies from the American Car Company to be mounted 
on Brill 27-M.C.B.-1 trucks. 

Brooklyn (N. Y.) Rapid Transit Company has ordered 
through the Transit Development Company twenty 30-E 
trucks from The J. G. Brill Company. 

Washington Railway & Electric Company, Washington, 
D. C., lost sixty-two cars in a fire which destroyed its 
storage carhouse on Feb. 10, 1912. 


United Railways & Electric Company, Baltimore, Md., 
has ordered sixty 30-ft. pay-as-you-enter cars from The J. 
G. Brill Company, to be mounted on Brill 27-G.E.-1 trucks. 


North Carolina Public Service Company, Greensboro, N. 
C., has ordered four new cars from the Southern Car Com- 
pany. As noted in the ELtecrric RatLway JOURNAL of Jan. 
13, 1912, the North Carolina Public Service Company has 
ordered six Brill-21-E trucks from The J. G. Brill Company. 


Lehigh Valley Transit Company, Allentown, Pa., has 
ordered twenty pay-as-you-enter cars from The J. G. Brill 
Company, Philadelphia, Pa., and ten interurban cars from 
the Jewett Car Company, Newark, Ohio. Delivery of both 
orders is to be made within seventy days. 


Galt, Preston & Hespeler Street Railway, Galt, Ont., has 
ordered two suburban cars from the Preston Car & Coach 
Company, Preston, Ont. These cars are to be mounted on 
Brill trucks and will be equipped with Westinghouse 93-A 
quadruple equipments, Westinghouse multiple-unit control 
and A. M. M. air brakes. The car bodies are to be finished 
in inlaid Honduras mahogany. They will be lighted 
throughout by electric arcs. 


Edmonton (Alta.) Radial Railway has placed an order 
with the St. Louis Car Company for fifteen double-end, 
double-truck, semi-convertible pay-as-you-enter cars. The 
company has also ordered a work car, a flat car and two 
spare trucks. The trucks for the cars just ordered will 
all be supplied by the St. Louis Car Company, while the 
electrical equipment will be furnished by the Canadian 
General Electric Company and the air brakes by the 
Canadian Westinghouse Company. 


Lethbridge (Alta.) Municipal Tramway, noted in the 
ELectric Ratway JournaAt of Nov. 25, 1911, to be in the 
market for ten cars, has ordered five single-truck, single- 
énd pay-as-you-enter cars from the Preston Car & Coach 
Company, Preston. Ont., and has also ordered from the 
same company five double-truck city cars, single-end, for 
pay-as-you-enter operation. The single-truck cars will be 
mounted on Taylor extra heavy trucks, with an 8-ft. wheel 
base. They will be equipped with Westinghouse ror-B-2 
motors. The car bodies are to be finished in cherry. 
Preston Car & Coach Company standard steel underframes 
and platforms will be used. The double-truck cars will be 
mounted on Brill 27-G-1 trucks and will be equipped with 
Westinghouse tor-B-2 motors, quadruple equipment. They 
will be finished in cherry and will have Preston Car & 
Coach Company standard steel underframes, 


TRADE NOTES 


Hubert E, Collins has entered upon an extended trip to 
Brazil in a consulting capacity for J. G. White & Company, 
Inc., New York, N. Y. Mr. Collins is secretary of the In- 
stitute of Operating Engineers. 
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Crocker-Wheeler Company, Ampere, N. J., made public 
on Feb. 15, 1912, its financial statement as of Dec. 31, 191. 
This statement shows assets of $2,978,282. The net profit 
from operation was $230,17 and $71,800 was reserved for 
replacement of plant. 

Pressed Steel Car Company, Pittsburgh, Pa., through its 
subsidiary, the Western Steel Car & Foundry Company, 
has taken over the plant of the Illinois Car & Equipment 
Company at South Chicago, Ill. It is stated that the plant 
at South Chicago will continue to be devoted to the pro- 
duction of freight cars for Western roads, the steel pas- 
senger car plant to remain exclusively in Pittsburgh. 

Tool Steel Gear & Pinion Company, Cincinnati, Ohio, 
has appointed the U. S. Metal & Manufacturing Company, 
New York, N. Y., and Chicago, IIL, its selling agent in the 
New England, Middle Atlantic and Southern States. This 
is in addition to the territory which the U. S. Metal & 
Manufacturing Company already has in the Middle West 
covering Kansas, Missouri, Oklahoma and adjacent dis- 
tricts. 


ADVERTISING LITERATURE 


W.N. Matthews & Brother, St. Louis, Mo., are mailing 
a circular which describes and illustrates the Matthews 
guy anchor. 

Felt & Tarrent Manufacturing Company, Chicago, IIl., 
has published “Mechanical Figuring as Applied to Engineer- 
ing Calculations,” the subject of which is the handling of 
engineering calculations with the comptometer. 

George J. Henry, Jr., Rialto Building, San Francisco, Cal., 
has published a booklet entitled “Water Power; Its 
Economical and Efficient Development and Use for Hydro- 
electric Transmission, Mining and Industrial Plants.” Mr. 
Henry presents in the booklet a brief outline of the char- 
acter of the apparatus that he is prepared to design and 
build to suit the peculiarities of each installation. 

Wheeler Condenser & Engineering Company, Carteret, 
N. J., has issued a handbook of steam tables for condenser 
work with pressures below atmosphere expressed in inches 
of mercury referred to a 30-in. barometer. The subject of 
the use of the mercury column, the errors in such measure- 
ments and constants for their correction are all discussed. 
This work is in the nature of a treatise on the subject. 
While it is not published for general distribution, it will 
be sent by the Wheeler Condenser & Engineering Company 
to all mechanical engineers whose work has to do with 
power station installations. 


Electric Railway Improvement Company, Cleveland, Ohio, 
has issued a booklet entitled “Electric Weld Rail Bond the 
Ideal Method.” This publication deals with the early his- 
tory of the installation of rail bonds by electric and copper 
welding and also gives the present facts in regard to these 
processes. In addition the company has issued “Notes on 
Bonding” and “Notes on Return Circuits.” “Notes on Bond- 
ing’ contains figures on the cost of rail bonds installed, 
the cost of rebonding rails in city streets, cost of rebonding 
joints in granite pavement, depreciation of rail bonds, etc. 
“Notes on Return Circuits” gives some very interesting 
general information and data in regard to return circuits. 


C-A-Wood-Preserver Company, St. Louis, Mo., has 
issued a booklet, “Wood Preservation,” which treats of 
wood preservation by the superficial method with C-A- 
Wood-Preserver. The statement is made in the publication 
that the Denver City Tramway has treated about 300,000 
ties with C-A-Wood-Preserver, and views are presented of 
the condition of treated and untreated ties of the company 
placed in adjacent tracks on Sept. 20, 1904, and removed 
on March 11, 1909. There is also a general view of the 
immersing plant of the Denver City Tramway. Fac-simile 
letters commending the C-A-Wood-Preserver are pub- 
lished from many of the users of it. Among some of these 
companies are the Dallas Consolidated Electric Street Rail- 
way, Mobile Light & Railroad Company, Austin Electric 
Railway, Freeport Railway, Light & Power Company, Dur- 
ham Traction. Company, Greenville Traction Company, etc. 
In the inside of the back. cover of the publication is pub- 
lished a genealogical tree which shows the more important 
compounds existing in and derived from coal tar by distil- 
lation and those formed by further chemical treatment, 
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